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Manufactures and Supplies.....------cccesececccsceccsecesarerces 


The introduction of economies is an 
ECONOMIES IN 


important part of the work of a rail- 
ALL DEPARTMENTS |? P 


way official, and it was a commend- 
able plan to have this general subject considered from the 
standpoint of various departments at the quarterly meeting 
of the Street Railway Association of the State of New 
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York. The report of this meeting, published elsewhere in 
this issue, contains many suggestions which are of value. 
It should be recognized that real economy does not always 
consist in the saving of money expenditure, but may lie 
rather in a judicious expenditure for wisely planned im- 
provements. One of the points that was brought out in the 
discussion which developed after the reading of the various 
papers, but which might be more clearly defined and under- 
stood by railway managers, is that a saving may be made 
by one department at the expense of another. It may there- 
fore protect the greater interests of the company to inquire 
carefully as to the effect of some suggestions for economy 
which, although they mean a saving in one department, 
cause also an increase in the expense of another depart- 
ment. In the departments that may be classified as op- 
erating and mechanical there are many opportunities for 
savings of this character which, when made, involve an in- 
creased accounting expense. The wisest operator is not 
always the one whose ratio of expense to revenue is the 
lowest, although that fallacy prevailed to an astonishing 
extent for a great many years, not only in the electric rail- 
way industry, but also with steam railroads. The best 
policy is that which assumes, if franchise conditions permit, 
that the property will continue in existence as a going con- 
cern and that therefore its best ends are served by a policy 
of economy and maintenance that keeps the property in 
good operating condition instead of deferring expenditures 
that are properly needed from time to time. Deferred ex- 
penditures of this character carry much more than a cumu- 
lative rate of interest, and in fact involve in time an ex- 
penditure that is yastly in excess of that which would have 
been necessary if current outlays had been large enough 
and had been used judiciously. 


The ordinary city electric railway 
NON-PRODUCTIVE 


CARS car, for the purpose of rough gen- 


eralization, may be said to be worth 
$3,000. Interest on the capital invested may on the same 
basis be considered as $180 a year. Taxes, insurance, cost 
of space occupied when out of service, depreciation and 
sinking fund charges can easily bring the total fixed charge 
per car up to $400 per annum. A railway which owns two 
more cars than it needs pays out the wages of a platform 
man or a shop mechanic without getting the slightest kind 
of return. If ten unnecessary cars are owned the road 
carries the equivalent of an extra general manager on its 
payroll who does no work and who cannot be discharged. 
These are, perhaps, somewhat trite remarks. Few railways 
are unable to keep all of their available cars busy. How- 
ever, is it not also a fact that few railways have the real 
maximum percentage of their cars available for service? 
To get right down to the bottom of the matter, how many 
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New Center-Entrance Car in New York 


A Revolutionary Design of Car in Which the Car Floor Is Only 10 In. Above the Head of the Rail—This Is Ac- 
complished by a Drop Frame and an Ingenious Form of Truck, Whose Small Wheels Radiate Under the 


Car Seats 


The New York Railways Company has just completed a 
car which is unquestionably the most radical departure from 
accepted traditions of street railway practice which has ever 
been attempted. Primarily this car has been developed to 
give the traveling public the absolute maximum of comfort 
and safety. The most important features of design center 
about the use of an extremely low car floor and the elimi- 


Many Other Novel Features Provide for the Comfort and Safety of Passengers and Public 


tures of the design, as it provides space for the feet of the 
seated passengers at each end of the car. The truck wheels 
and frames, in taking curves, swing under these seats. 
Between the body bolster and the bumper two 234-in. x 
2%4-in. x %4-in. Z-bars extend longitudinally. These are 
carried under the well and are bent up to clear the motor. 
At the bumpers they are bent down to form a solid backing 


New Center-Entrance Car—Bird’s-eye View of Car with Eighty-one Passengers, Showing Position of Conductor and 
Motorman 


nation of the customary end platforms. It is expected that 
this feature will absolutely stop boarding and alighting acci- 
dents, as well as provide the greatest amount of convenience 
to passengers in getting on and off the car. 
GENERAL DESIGN 

As shown in the line cuts on page 420, the car is of 
usual size for city use, being 4o ft: 8 in. long over all and 
having an extreme width over the belt and eaves of 8 it. 
3 in. The trucks are located on 29-ft. centers. The floor 


for the Hedley anti-climber. The center plate is fastened to 
these sills, and as the body bolster is approximately 2 ft. 
back of the truck center plate, the weight of the car is 
transmitted by the bearing plate sills back to the body 
bolster and forward to the bulkhead girder. About three- 
quarters of the load is transmitted from the side sills to the 
center plate by the body bolster and the rest is transmitted 
by the bulkhead girder. 

The floor extends from the center of the car to the edge 


fo ee i oo ate ete 


“RAILWAYS GO. ¢ 


New Center-Entrance Car—Side View, Showing Center Entrance with Dividing Post 


framing is made up of angles framed into the angle side 
sills. The latter are riveted to %-in. steel sill plates which 
extend up to the belt rail and form the side sheathing. 
They follow the line of the bottom edge of the sheathing, 
being bent up where the sheathing is cut away to clear the 
truck wheels. The body bolsters, made up of two 6-in. x 
34-in. x 11/16-in. angles riveted together, are framed into 
the side sills with gusset plates. These bolsters are located 
beyond the low portion of the car body, but instead of ex- 
tending horizontally across the car, they are depressed 19 in. 
at the center to conform with the outline of the well which 
is formed by the floor space inclosed by the semi-circular 
end seats shown in the general plan of the car. This well, 
which extends between and actually below the tops of the 
truck frames, is one of the most important and radical fea- 


of the semi-circular seat at each end, rising slightly from 
the center door so as to give the necessary clearance over 
the truck axles. The space underneath the end seats and 
the last pair of cross seats is not floored and the wheels and 
truck frames extend up into the spaces thus provided. The 
arrangement permits the truck to swing sufficiently to pass 
around a curve of 40-ft. radius. 

The weight of the center portion of the car is carried by 
the side framing acting as a truss from top side angles to 
sills, heavy steel posts being provided at the center door- 
ways and bulkheads, and the whole being stiffened by the 
steel side sheathing and belt rail. : 

TRUCKS 

The trucks are of the single motor type with one pair of 

30-1n. motor wheels and one pair of 19-in. trailers, as in a 
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maximum traction truck. The truck bolster is hung under 
the semi-elliptic springs instead of resting on them as is 
usual. In this connection, however, it may be said that an 
alternate design has been worked out by the railway com- 
pany, in which is used its standard construction of full 
elliptic springs with an ordinary swing link bolster. The 
arrangement permits the top of the truck bolster to be only 
12% in. from the rail. Dhe transoms bolt to the lower 
member of the side fram@ and are extended out under the 
springs and bent upward fo-fasten to the upper member of 
the side frame. The out-board portions form chafing plates 
for the truck bolster. This arrangement is shown in the 
accompanying photographS of the truck. The necessity for 
the clear space inside of the truck side frames above the 
truck bolster is on account of the clearance required for the 
body bolster of the car and the well, previously described, 
as the truck swings in going around the curve. 

The well above mentioned is necessary in order to make 
available for passengers the space over each of the trucks. 


RAILWAY 
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automatically operated by compressed air by a device similar 
to that used on the side doors on the subway cars. This 
device allows the door to be closed when passengers are 
crowding through it and has an attachment whereby the 
stopping of the door by the body of a passenger relieves 
the pressure and automatically applies it again when the 
obstruction is removed. In this way the door works its 
way through a crowd of passengers without causing injury 
to any of them and yet in a sufficiently positive manner to 
cause the path of the door to be cleared. This scheme has 
had several years’ trial in actual service. The entire center 
portion of the car for a width of 4 ft. is devoted to receiving 
and unloading passengers, the conductor occupying one side 
of the space opposite to the side on which passengers are 
entering. The open space in front of the conductor pro- 
vides ample room for eight persons to stand without crowd- 
ing. If necessary, ten people can easily stand in it. As 
shown in the bird’s-eye view on page 418, the conductor is 
provided with a high stool. Later he may also have a 


New Center-Entrance Car—View Looking Down Aisle 


This floor space could have been raised 19 in. and a truck 
constructed along ordinary lines could have been used; but 
the 19-in. rise would have been too sharp tor a ramp and 
would have necessitated steps up to the raised portion. his, 
of course, would have nullified one of the objects made 
primary in the general construction of the car. ; 

Westinghouse No. 307 motors are used, and outside-hung 
in the usual manner. The outer end frames will also carry 
a fender sloping sharply from the horizontal. 

INTERIOR ARRANGEMENT 

As indicated in the accompanying line cuts, the only op- 
portunity for entrance and exit is by the center side doors. 
These doors are made in halves, giving a total door width 
of 46 in., which is divided by a rail into two passages, each 
23 in. wide. The object of this double passage arrange- 
ment is to permit two streams of passengers to enter or 
leave the car at once, as the experience on the New York 
Subway has proved this to be a most satistactory method 
and one which tends to avoid confusion. The doors are 


change desk. The fare box, similar to that used in the 
latest types of prepayment car, will be set alongside of the 
conductor so that passengers, upon receiving their change, 
are in a position to place their fares in the box at once and 
proceed to either end of the car desired. The only duties 
of the conductor will be to make change and to open and 
close the center door opposite to him. The latter operation 
will be performed by a foot lever controlling the automatic 
door-operating device. The object of placing the conductor 
on a high stool is so as to enable him to look over the 
heads of all entering and leaving passengers and in order 
that he may properly direct them as well as see when the 
doorway is clear. ; 

There is no necessity for the conductor to leave his seat, 
as the 10-in, distance between the doorsill and the street 1s 
hardly greater than the rise between treads of an ordinary 
house stairway, and no need exists for him to assist pas- 
sengers on or off the car. . 

On each side of the open center space are three pairs of 


420 


reversible seats. Next to these is a pair of fixed seats 


facing the center of the car, and beyond these is a semi- 


circular end seat running around the extreme end of that 
ive 


portion of the car which is devoted to passengers. 
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At the extreme ends of the car are the cabs for the mbtor- 
man. These are separated from the inside of the car by 
bulkheads with large windows. In each will be located a 
comfortable motorman’s seat, a controller having a “dead 


—s= 


New Center-Entrance Car—Plan Showing Arrangement 


floor space for the latter seat is made by extending a well 
down between the truck frames to the level of the low 


New Center-Entrance Car—View Showing Well for Semi- 
Circular End Seat and Back of Motorman’s Compartment 


truck bolster as previously described. The seating capacity 
of the car is fifty-one and there is standing room for thirty 
additional passengers, without undue crowding, 


————— ] — rT TT] — 
Hy . z 3 e 
4s _ = 8 
: Tipe 
: X “TEP | 
fl Gi | 
> | | 
Te ole D) i Ki03)|K— 22° | | 
| = ae v. 
at 0 a, Gr 
= : 34-0" 
Se Se - 
; : a= 460 


of Seats 


On the floor 
of one compartment and underneath the motorman’s seat 


man’s handle,” and a straight-air brake valve. 


will be located the air compressor. Access to the compart- 
ment is obtained through the front end door. It is ad- 
mittedly hard to reach, but in view of the fact that only the 
motorman enters or leaves the car at the ends, this point 
has not been considered objectionable. It is, in fact, a point 
of advantage in discouraging unauthorized persons from 
climbing into either end of the car. The motorman’s com- 
partment is approximately 30 in. deep measured front and 
back and about 7 ft. in extreme width. Ample room is thus 
given to the motorman, and seat space is even provided for 
instructors who may ride with him. 


GENERAL DIMENSIONS 
The principal dimensions and weights are as follows: 


Length over Jumpers. cueesvaewes emuvedhe + atin na asuskes 40 ft. 8 in. 
Distatice: sbetwees, bulbheads) .cgucas caved hans ed pee tee vce 34 5t.. 0m. 
Widthviomer. srdaiichenthing. cc tens8 Ue oe s+ ones hav ckiowae 8ft. 2in. 
ELXtreMe WAGE Pak K Kx vale « See teins MES s:<'c Lae eae ee 
Height trom ATGek Over S00ccteemeceeaata ss + sk acu eke 9 ft. 5 in, 
~ Height from track to upper surface of floor at entrance... 10 in. 
Height from track to upper surface of floor at end seat.... 16 in. 
Height trom track to upper surface of floor of cab........ 32% in. 
Height from floor to center of ceiling. ..........se..see0es 7 ft. 113% in. 
Height from floor to center of ceiling of cab.............. 6 ft. 8 in. 
Height fronr track té. Sill... Jes cemae ae ele ane eee 7 in 
Width of side door apeninik s.cesaka ues > cue <. chante 3 ft. 10in 
Height of Sie, door opening. <..0 cy. oecks ellen vs . ov be 6 ft 7 in 
Centers “Of Site “pobtOy...<1ia stun na eens ES dwt rel ene 29% in 
ieneth of tinsVerse. Sentwiie ck. sels Ou. docs ascaseabeus 36% in. 
Width: Gi” CEBLG< on, ste < chia 6 Ses SOMEONES otk ane tit on are eee 26 in. 
Trusks ss. wy sais «ra evee Nepean RIM eae pcale srill No. 62-E (Special) 
Yd oe ee oe ip a 29 ft. 0 in. 
Truck wheelbese¥.. is s.. Gare oo Cee kee ee. ok En 5 2t 0 in. 
Diemeter “ok: dtiging. wireah om. s «vane eile es Cove ee cae ume. 30 in. 
Diaweter. of ponye wheel . ¢. GMs on bk deus eg eukle~ cc ce cueauces 19 in. 
Weight of body without equipment. J...... 0... 0... ccc eve eee 13,740 Ib. 


CONVENIENCES 

The primary object of the car, as stated in the first part 
of this description, is that of safeguarding the public and 
providing a maximum of comfort for the patrons of the 
company. The fact that the only opportunity for entering 
cr leaving the car is through the center side door is the 
most important feature, because the operation of the door 
will be controlled in a strictly automatic manner. It will be 
impossible for the car to start unless the door is closed tight, 
no matter in-what position the controller handle is placed. 
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It is also impossible to open the door until the car stops. 
These two features should absolutely eliminate boarding 
and alighting accidents, as there is no hand rail anywhere 
for an impatient passenger to cling to, and absolutely no 


foothold is afforded to him when the door is closed. The 


automatic device which closes the door prevents the possi- 
bility of passengers getting part of their body or clothes 
caught in the door as it closes, for the reason, already stated, 
that the pressure is relieved as soon as any object checks the 
In addition to this if the door should 


movement of the door. 


New Center-Entrance Car—End View of Truck, Showing the Extended Transom 


close upon a man’s overcoat or a woman’s skirt, the motor- 
man could not start the car until the object was removed 
from the door and the door was closed tightly. 

The fact that there is only one step Io in. high cuts down 
the time and effort used in loading about two-thirds, and 
the fact that entry and egress are made at the center of the 
car makes the horizontal distance traveled by the average 
passenger one-half of that which has been the custom here- 
tofore. It is a certainty that this will result in speeding up 
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‘ VENTILATION AND HEATING 

he ventilation of this car has had special attention and 
the generally recognized rules for air supply per passenger 
have been carefully considered. A very novel scheme for 
adjusting air supply to the actual requirements is planned. 
\ hen only ten people are on the car the required volume of 
air per minute is, of course, a minimum. When eighty 
people are on the car the requirements are naturally greater 
in direct proportion. In order to adjust the supply of air 
to the demand, the designers have worked out a device 
which automatically adjusts the inflow 
of air to the deflection of the car 
springs, or, in other words, to the 
weight of the passengers upon the car. 
Different amounts of air are supplied 
in eight increments, one of which is 
made each time an additional ten pas- 
sengers get aboard. On the present 
car, which is equipped with natural 
draft ventilators in the roof, the air 
supply is regulated by dampers con- 
nected to the truck spring through a 
dead-beat mechanism, which eliminates 
the effect of rapid vibration. 

Electric heating is used, the tempera- 
ture being regulated by a thermostat. 
A large portion of the heat necessary 
for warming air is obtained from the 
controller rheostat, which is connected 
by an air passage to the ordinary heat- 
ing resistance. This has been already 
tried out on one of the old-style cars 
of the company and has been found a 
success. Experience has shown that 
the heat supplied by the controller rheostat amounts to 
about one-third of the heat necessary in ordinary winter 
weather. 

The car is of the semi-convertible type with half win- 
dows which are raised from the bottom, and it is probable 
that it can be loaded and unloaded almost as promptly as 
the ordinary open car. There is no doubt that it will be 
very much more popular than the latter type on account of 
the ease in boarding and alighting. Boarding the new-type 


New Center-Entrance Ca 


the traffic to a marked extent, although it is stated by the 
management of the New York Railways Company that the 
greater rapidity of traffic was a secondary consideration to 
that of providing greater convenience to patrons. In fact, 
the designers have given nothing but the most incidental 
consideration to any object other than pleasing the public. 


r—Side View of Truck, Showing Outside Suspended Spring and Underhung Bolster 


car on account of the wide doorways and the low step will 
be no more of an effort than stepping from the street on to 
the sidewalk. 
PUBLIC SAFEGUARDS 
To the protection of the public against accidents, which in 
a congested city like New York are appalling in number, 


the greatest amount of consideration 1s being given. Some 
form of fender or cushion will be eventually applied to the 
car to minimize the shock in case pedestrians should be 
struck. A satisfactory device for this purpose has not as 
yet been worked out by the railway company, but in view of 
the manner in which the other problems of design have 
been solved it is likely that some means will be devised for 
the purpose. 
By the bulkhead at each end of the car the motorman will 
be located in an absolutely private compartment. No oppor- 
tunity for distracting his attention from his duties exists. 
He will be seated in an upholstered seat similar to that of 


New Center-Entrance Car—End View of Car 


an automobile at a considerable elevation which will give 
him the most effective line of vision. The fact that the 
motorman’s job is made comfortable is a valuable contribu- 
tion to public safety. The controller will be fitted with a 
“dead man’s handle” similar to those used by the Inter- 
borough Rapid Transit Company on all of its motor cars. 
The application of this device to surface cars is another 
distinct forward step. 

The absence of overhanging platforms is a feature that 
will unquestionably reduce danger to pedestrians when the 
cars are going around curves, as the car end will not extend 
beyond the normal space taken by the car on straight track. 

A great deal of attention has been devoted to sanitation. 
Railings, grab handles, stanchions and all parts subject to 
handling by passengers are made of cold-drawn steel tube 
covered with white bath-tub enamel. A sanitary composi- 
tion floor is provided, and the slope of the car floor will per- 
mit washing with a hose instead of sweeping, the water 
escaping through a trap in the center of the car floor. 

It is planned to cover all the front surface of the suspen- 
sion bar and motor with a pneumatic cushion so that there 
is absolutely no chance for anyone to be cut or bruised by 
exposed metal. The photographs of the car shown herewith 
do not, unfortunately, show any of the equipment, all of 
which was applied in the shops of the New York Railways 
Company after the receipt of the car from the builders. 

DESIGN 

The design of this car was worked out jointly by Frank 

Hedley, vice-president, and J. S. Doyle, superintendent of 
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car equipment, Interborough Rapid Transit Company. 
Several of the novel features of the car have been made the 
basis of an application for patents by Messrs. Hedley and 
Doyle. The sample car from which the accompanying pho- 
tographs were taken was built by the J. G. Brill Company, 
Philadelphia, on a rush order and was finished in one week. 

In view of the fact that the car was primarily designed 
for the purpose of providing the maximum of comfort and 
convenience to the company’s patrons as well as to provide 
for the safety of the public on the streets, the designers are 
considering naming it either the “Public Welfare” or “Pub- 
lic Safety” car. Either of these names would undoubtedly 
be most appropriate and would show the real reason for the 
car's existence. 


OPERATION OF CHICAGO ELEVATED RAILWAYS 


Before the Electric Club of Chicago, Edward J. Blair, 
electrical engineer for the Chicago Elevated Railways, gave 
an address on “The Chicago Elevated Railway Lines and 
Their Operation” on March 7. Mr. Blair presented some 
interesting statistics of the combined elevated-railway sys- 
tems in Chicago. In all, there are 160 miles (on the single- 
track basis) of elevated railways in Chicago, exclusive of 
the yards. On these tracks 1461 cars are operated, 807 
being motor cars, 615 trailers and thirty-nine service cars. 
The car mileage for the year I9I1I was 47,000,000. To 
operate this traffic last year, 168,000,000 kw-hr. of electrical 
energy was required. Seventy-two per cent of this energy 
was produced in the steam-generating plants of the elevated 
railway companies and 28 per cent was purchased from the 
Commonwealth Edison Company. On an average, 3.6 
kw-hr. of energy is required to propel, light and heat an 
elevated railway car for a mile. Taking into account over- 
head charges, this works out at an approximate cost of 5 
cents per car mile for the energy consumption alone. 

Electricity is generated in four steam-driven power 
plants, ranging from 6000 kw to 11,000 kw in rating. All 
are equipped with reciprocating engines and direct-current 
generators of the type installed sixteen or seventeen years 
ago, but the generating machinery is still fairly efficient. 
Between 7 a.m. and 8 a. m. on a typical winter morning the 
peak of the load amounts to 55,000 kw. In addition to the 
old generating stations, energy is obtained from a number 
of substations to which energy produced by the Common- 
wealth Edison Company in its modern turbine stations is 
transmitted. In addition, there are nine large storage bat- 
teries, which are discharged, however, only on peak loads. 
Mr. Blair said that a new substation is being built on 
Franklin Street to assist the old Market Street generating 
plant in supplying energy for the “Loop” in the central busi- 
ness district. 

Among the methods introduced to secure economy men- 
tioned by Mr. Blair were the coasting clock and the in- 
stallation of return feeder cables. Much attention is paid 
also to the reduction of accidents, and there are four safety 
committees, one for each of the elevated-railway systems 
radiating from the “Loop,” studying this subject. Motor 
cars are inspected after 600 miles of travel and receive a 
general overhauling after making 60,000 miles. Mr. Blair 
also spoke of the effort to reduce noise on the “Loop” by 
increasing the number of ties, by the use of new and longer 
steel rails and by the cutting out of track switches which 
are not necessary with unified operation. Answering a 
question, the speaker said that the elevated structures and 
the tracks are used for the negative circuit. To increase 
still further the efficiency of the return a so-called “drain- 
age” system has been planned. 


George F. Cotterill, running on a municipal ownership 
platform, was elected Mayor of Seattle, Wash., on March 6, 
1912, over Hiram C. Gill, by about 1500 votes. 
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Meeting of the New York State Association 


An Informal Dinner and Business at the Quarterly Gathering at I 


That Can Be Effected in All Departments—Commissioner Sague on Public Service Re 


The quarterly meeting of the Street Railway Association 
of the State of New York was held this week at the Fort 
William Henry Hotel, Lake George. The meeting was 
opened with an informal dinner on the evening of March 12 
and the business sessions were held on the following day. 

The dinner was attended by about seventy-five represen- 
tatives of companies and supply men. On the conclusion of 
the dinner, President J. K. Choate spoke briefly of the affairs 
of the association. He mentioned his recent trip to Europe, 
during which he was strongly impressed by the wholesome 
regard for railroad rules which was shown by the traveling 
public. If these rules, designed to enforce safety in opera- 
tion and prevent accidents, could be enforced similarly in 
this country, the accident record would be very much smaller 
than it is. 

Mr. Choate referred also to the withdrawal of C. Loomis 
Allen and Edward F. Peck from the association, and said 
that they had done more for the welfare and upbuilding of 
the organization than any other two men. He desired to ap- 
point a committee to prepare resolutions making them hon- 
orary members of the association. The committee was ap- 
pointed and consisted of B. E. Tilton, W. H. Collins and 
W. C. Callaghan. 

Mr. Choate then introduced Commissioner James E. 
Sague, of the New York Public Service Commission, Sec- 
ond District, who talked informally regarding the relations 
of the commission to the operating companies. He said that 
he had been especially interested in comparing the different 
problems and classes of service on the steam and electric 
roads. The electric railway companies had handled cars on 
grades that would startle steam railroad officials. Hegpalled 
attention to the wonderful character of terminal electrifica- 
tion in New York and said he thought that the commission 
would not have dared to order electrification at the time it 
was done by the Legislature. The success that had been 
attained in terminal electrification seemed little less than 
astonishing. It was due largely to the almost superhuman 
abilities of the engineers. The development of the motors 
had been successful as, with very little change from the 
types adopted originally, they were doing the work required. 
Steam railways had developed piece by piece. Electric rail- 
way engineers had had full growth forced upon them by the 
power of legislation and had “made good” because they 
knew their business. 

Mr. Sague said that the commission was anxious to do 
what was fair and to help operating officials. When a com- 
pany was organized with capital so large that it was twenty 
years in advance of the earning capacity those who had to 
suffer were the operating officials. Some companies had 
been found by the commission that might better be called 
charitable institutions than grinding monopolies. Anyone 
who studied operations closely knew that an electric rail- 
way had practically no chance of paying in a very small 
place. . 

It was being recognized clearly by financiers, Mr. Sague 
said, that the best operating official was the one who gets 
along with the public. The kind of manager who was 
wanted was the one who could place his problems frankly 
before the public. 

In his talk Mr. Sague referred to the subject of acci- 
dents, which had been mentioned by Mr. Choate. He re- 
alized that the record of accidents in this country was an 
unenviable one. However, if accidents were to be reduced, 
the public would have to accept a little less speed than it 
now urged the railroads to make. Trespassing on railroad 
tracks would also have to be prevented. 


wake George—Storeroom Practices and Economies 


lations 


Regarding the power of the commission over the public 
service corporations, Mr, Sague said that this was confined 
absolutely to that which is reasonable. He thought that 
every commissioner who had studied the subject was more 
than anxious to see the policy of continuity of service 
adopted in public utility corporations. The companies had 
to do their parts in securing this end if good service was 
to be rendered to the public. The commission wanted the 
exact facts in order that it might deal fairly by the corpo- 
ration officials as well as by the public. 

A. B. Colvin, president Glens Falls Trust Company, was 
introduced by President Choate and spoke of his connec- 
tion several years ago with the electric railway industry 
and his appreciation of the problems that confront it. 

BUSINESS SESSION 

The business meeting was called to order by President 
Choate at 10 a. m. on March 13. J. C. Collins, the secre- 
tary, read the minutes of the previous meeting. 

B. E, Tilton then read the report of the committee ap- 
pointed to draft resolutions providing for the election of 
Mr. Allen and Mr. Peck as honorary members. The reso- 
lution expressed the regret of the association at the with- 
drawal of Messrs. Allen and Peck, and the good wishes 
of the members for their future success. As they have 
been so active and untiring in the work of the association 
for many years it was desired to continue their member- 
ship, and this was therefore done through their election as 
honorary members. : 

President Choate brought up the subject of a possibl 
change in the name of the association so as to have it 
include “electric railway.” Some companies in the state 
operating interurban lines had not. joined the association 
because of the term “street railway” in its name. While 
it was true that some companies had street railway mileage, 
many had mileage on private right-of-way. Mr. Choate 
thought that the subject of a change, following the ex- 
ample of the American Electric Railway Association, should 
be considered. The matter should be considered carefully 
from all standpoints and no action taken until the annual 
meeting. In accordance with a motion then passed by the 
association, Mr. Choate appointed the following committee 
to consider the question: W. H. Collins, Fonda, Johnstown 
& Gloversville Railroad; Edgar S. Fassett, United Traction 
Company of Albany; J. E. Duffy, Syracuse Rapid Transit 
Railway. 

A wireless message sent by Mr. Allen from the steam- 
ship City of Norfolk was read by Mr. Choate, expressing 
the regrets of W. L. Conwell, Mr. Peck and Mr. Allen that 
they were unable to be present. 

DISCUSSION ON MR. BUTLER’S PAPER 

H. M. Butler, purchasing agent New York State Rail- 
ways, Rochester, N. Y., then read a paper on the “Method 
of Ordering and Handling Stores, Including Disposition 
of All Scrap Material.” An abstract of this paper is pub- 
lished elsewhere in this issue. 

President Choate asked Mr. Butler what was done with 
obsolete material. 

Mr. Butler said what could be used was retained at a 
reduced price. The remainder was scrapped. Second-hand 
material was kept separately and this practice was found 
to be an advantage. 

M. J. French, Utica & Mohawk Valley Railway, asked 
whether separate rooms were used for the different classes 
of material. Mr. Butler said that three separate store- 
rooms were used, but he thought that eventually all the 
material would be kept in one place. 
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Mr. French inquired whether scrap left by the way de- 
partment was taken from the street by the purchasing de- 
partment and was under the jurisdiction of the purchasing 
department from that time. 

Mr. Butler said that the material was taken from the 
street to the yard and weighed and then credited to the 
storeroom scrap account and not until that time did it come 
under the jurisdiction of the purchasing department. The 
purchasing department was not responsible for scrap lying 
on the street. 

P. J. Honold, Utica & Mohawk Valley Railway, asked 
whether it was considered advisable to sell scrap to dealers 
in the locality or out of town. 

Mr. Butler said that if scrap was sold to dealers out of 
town it had to be cut to certain sizes before shipment. If 
focal people bought the scrap the bids could be secured in 
the city and the scrap removed without this expense. It 
was thought that on the whole better results were obtained 
by doing business with local dealers. 

Mr. Honold said he too thought it was better to sell 
scrap to local dealers and, if necessary, take a lower price 
per ton in order to avoid this difficulty of handling the 
scrap and the responsibility of loading it properly. 

Mr. Butler said that the handling charges for scrap if 
shipped to out-of-town dealers were large. 

Mr. Honold said that he had adopted practically the 
system used in Rochester. 

W. H. Collins asked whether provision was made for 
holding material any length of time in order to take ad- 
vantage of possible changes in the market. 

Mr. Butler said that he had considered it better to sell 
copper every month and to hold steel and iron scrap until 
a sufficient quantity was secured to market it advantage- 
ously. He thought that it was better to realize on scrap 
promptly rather than to wait for possible changes in the 
market. Such a policy involved practically a guess as to 
what the future of the market would be. 

Mr. Honold said that in the last two or, three years a 
contract had been made with local dealers for the sale of 
scrap at a certain percentage under the regular quotation. 
If copper advanced in price the company benefited by the 
change. 

In response to a question from T. C. Cherry, of Utica, 
Mr. Butler said that a separate storeroom was used for 
stationery supplies. 

M. C. Carpender, United Traction Company of Albany, 
asked what was done in case, for instance, a spring was 
broken in a car and it appeared better to remove all the 
springs at the same time. The other springs, although 
they had been in use, were not ready to be scrapped and 
should be kept. How were they kept? 

The question asked by Mr. Carpender was answered in 
the discussion on a later paper by J. P. Barnes, Syracuse 
Rapid Transit Railway, who said that one room in the 
shop was kept for removed parts which had served only 
part of their life. It was purposely made rather difficult 
to fill a requisition on the storeroom. A man who wanted 
material had first to locate in the shop the one man who 
was allowed to get material from the storeroom. This 
man took the requisition to the foreman, who often did 
not approve it. As the entire operation of locating the 
man and taking the matter up with the foreman involved 
a delay of thirty to forty-five minutes, the workman real- 
ized that he must so plan his work as to arrange a little 
in advance for the material he needed. It was very much 
easier to go to the second-hand room and see whether any 
partly worn material could be used for the purpose de- 
sired. This tended to keep down the supply of partly worn 
material. 

ECONOMIES IN VARIOUS DEPARTMENTS 

J. F. Hamilton, general superintendent United Traction 
Company of Albany, read the first paper on the general 
subject “What Economies Can Be Profitably Effected in 
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the Following Departments?” Papers were read treating 
this subject from the standpoint of the transportation, 
maintenance of way, mechanical and accounting depart- 
ments. An abstract of Mr. Hamilton’s paper is published 
elsewhere in this issue. 

DISCUSSION ON MR. HAMILTON’S PAPER 

Mr. Cherry thought that Mr. Hamilton’s figures were 
very interesting. He agreed with Mr. Hamilton as to the 
advisability of a layover at one end of the line. A cursory 
observer might call such time lost, but during the rush hour 
periods it would be found that cars were arriving at the 
terminals practically on their leaving time. 

W. H. Hyland, Fonda, Johnstown & Gloversville Rail- 
road, said that the subject of the possibility of accidents 
as a result of change in the practice regarding stops should 
be considered. ; 

Herman Hicks, New York State Railways, Rochester 
Lines, asked Mr. Hamilton the percentage of the total time 
per trip used as layover time or the number of minutes 
thus used. Was this time increased during the rush hour 
period? 

Mr. Hamilton said that the amount of layover time was 
from two to four minutes. Sometimes a little more had to 
be allowed. It was also necessary sometimes to increase 
this during the rush hours, but he did not consider that as 
layover time in those periods. 

W. C. Callaghan, New York State Railways, Rochester 
Lines, said that the greatest sources of waste in the trans- 
portation department were those of equipment and power. 
He called attention to the possibility of accident from too 
rapid acceleration. 

John E. Duffy, Syracuse Rapid Transit Railway, said 
that on each road many car miles were wasted every day. 
The difficulty was to adjust the schedule so as to prevent 
as much waste as possible and still to meet the require- 
ments of the service. The Syracuse company did not allow 
much layover time in the dull hours of the day. In the 
rush-hour period one car was added to the schedule on 
every line from 4:30 to 7 p.m. These cars were practically 
trippers but were placed in the schedule to provide for the 
layover which should be there. A great saving could be 
made by the careful instruction of motormen. The car- 
mile consumption of current had more than doubled in a 
few years. A good deal of the increase had been caused 
by the addition of heavier cars. Mr. Duffy also called at- 
tention to the suggestion of Mr. Hamilton that the use of 
transfers be watched closely. Unless particular attention 
was paid to this subject the transfer privilege was abused. 
Even the employees of the company. were apt to overlook 
the observance of the law in this respect unless their at- 
tention was called to it. 

W. H. Collins, Fonda, Johnstown & Gloversville Rail- 


‘road, said that Mr. Hamilton had brought out emphatically 


the necessity of using a motorman inspector to follow the 
motormen in order to see that they were doing the best 
they could. 

Mr. Duffy said that the Syracuse company had begun 
with a chief inspector two years ago and had appointed a 
traveling motorman and traveling conductor. He believed 
that most companies of the State were following the same 
plan. By the proper instruction of motormen and conduc- 
tors, a large reduction could be made in the number of 
accidents. In smaller cities one man might do as the 
instructor for both motormen and conductors. 

W. H. Collins said that after a man had been trained 
and perhaps operated for two or three years it was im- 
portant to consider whether his work was then watched at 
times. Sometimes the worst offenders against the rules 
were the oldest men in the service. Should a traveling in- 
structor ride on the cars and observe the work of the 
older men? 

Mr. Callaghan said that he considered that the inspectors 
were responsible for following the work of the older men. 
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Mr. Cherry said that in Utica a traveling motorman in- 
structor was employed, who during most of the year did a 
similar work with the conductors also. In the springtime, 
however, when more men were employed a conductor in- 
structor was used for two or three months. 

John Sibbald, Fonda, Johnstown & Gloversville Railroad, 
asked how much a motorman was expected to know about 
the details of the equipment on a car. He thought that the 
officials were inclined to criticise a motorman if he did not 
take care of his car in the event of trouble with the equip- 
ment on a country run, and were equally inclined to criticise 
him 1 he did take care of his car in the event of an accident 
in the city. 

Mr. Cherry thought that with both conductors and motor- 
men it was necessary to educate continually. The men were 
expected to keep out of difficulty and often to use their own 
judgment. 

Mr. Callaghan thought that a motorman should know 
enough to bring in his car if an accident happened to it. 
His idea was to push a disabled car out of the way and 
keep the track open. However, in smaller cities where the 
headway was longer and no delay to following cars would 
be involved, it would often be possible for a motorman to 
fix his car and continue his run, and he ought therefore to 
know more than would be necessary in a larger city where 
a headway of one or two to four or five minutes was 
maintained. 

Mr. Choate said that motormen of the Otsego & Herkimer 
toad, in case of trouble with the equipment, weut directly 
to the telephone and talked with the master mechanic, who 
told them what to do. 

Mr. Cherry said that the motorman should get his car in 
if it was possible to do so with the information which he 
had to have about the equipment. 

J. P. Barnes, Syracuse Rapid Transit Railway, said that 
in Syracuse two instruction books were in use, and motor- 
men were given a list of things they ought to try to do in 
order to get their car in operation again in case of difficulty 
with the equipment. 

The question of the use of tools by motormen was brought 
up. Mr. Callaghan called attention to the fact that barrels 
containing wrecking frogs were distributed throughout the 
city of Rochester. Those that were located in the center 
of the city were open barrels and the others were locked. 


MAINTENANCE OF WAY DEPARTMENT 


B. E. Tiiton, general manager Syracuse Rapid Transit 
Railway, read a paper discussing the subject of economy 
from the standpoint of the maintenance of way department. 
An abstract of this paper is published elsewhere in this 
issue. 

Mr. French, in opening the discussion, said that it was 
the duty of the officials to do their best to make their men 
efficient. He was greatly interested in the subject of a rule 
book for the maintenance of way department. Such a book 
was to be prepared by the maintenance of way committee 
of the American Electric Railway Engineering Association. 
This committee did not have tyme last year to consider the 
subject thoroughly. It was expected, however, in time to 
prepare a rule book that would be capable of practical ap- 
plication. Rules for city and interurban work should be 
kept separate, as the same rules could not well be applied 
to both. On smaller systems it was possible to accomplish 
a great deal by co-operation between departments. The 
mechanical department often had material which could be 
used to advantage in other departments. While it was not 
desirable ordinarily to take tools out of the shop, they could 
be spared at times and be used to the advantage of the com- 
pany in other departments. 

It was also suggested by Mr. French that if faulty condi- 
tions in pavement could be reported by railway inspectors 
and the information given to the way department without 
any delay, it would be valuable information. | ' 

E. P. Roundey, Syracuse Rapid Transit Railway, said that 
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it was difficult to effect real efficiency in track work on city 
lines, as repairs had to be made generally while the cars 
were in operation, and this necessarily involved loss of time. 

Mr. Fassett asked what experience had been had by the 
companies with rail grinders. 

Mr. French said that the Kerwin rail grinder had in his 
opinion effected a saving. The life of a track laid in 1902 
with a girder rail had been lengthened three years by the 
use of the rail grinder. There had been a variation in the 
cost, which had extended from 20 cents to $1.25 per joint, 
but the average cost was 40 to 45 cents per joint. 

President Choate announced that R. A. Dyer, Jr., assistant 
general manager Auburn & Syracuse Electric Railroad, who 
was to have read a paper discussing the subject of economy 
from the point of view of the electrical department, had 
prepared to attend the meeting, but at the last minute was 
prevented from making the trip. 

DISCUSSION ON PAPER OF MR, BARNES 

J. P. Barnes, chief engineer Syracuse Rapid Transit Rail- 
way, then read a paper discussing the topic of economy 
from the point of view of the mechanical department. An 
abstract of this paper is published elsewhere in this issue. 

Mr. Sibbald said that he would like to emphasize one point 
made by Mr. Barnes. A great deal had been heard of the 
standardization of material but little of the standardization 
of operations. Sometimes standards of operation changed 
in the course of time, and as new men were taken into the 
service they learned methods that had undergone a change. 
Sometimes the changes were for the better, but sometimes 
they were for the worse. He thought that they should be 
standardized. 

Mr. Barnes said that he had never taken any steps to 
compile either written or spoken rules for methods in work. 
He had tried to have the foremen observe the work of their 
men carefully, so that if mistakes were made or uneco- 
nomical or faulty methods were adopted they could be dis- 
covered. He liked to instruct his men to turn to the fore- 
man for advice when they were in doubt. 

Mr. French stated that his principle was to instruct by 
the use of blueprints, so that a man who could not read or 
write could be told by the graphical method how to construct 
a cattle guard, etc. Mr. French asked whether any com- 
panies had tried the plan of trading scrap. He had traded 
scrap rails for material that he could use and that fitted 
his needs just as well as new material. This could be done 
through local scrap dealers at a saving of a good many 
dollars. 

F. A. Bagg, Fonda, Johnstown & Gloversville Railroad, 
asked about the cost of starting and stopping an ordinary 
city car, in view of the statement of Mr. Hamilton that an 
automatic switch was economical to use. 

C. L. Cadle, New York State Railways, Rochester Lines, 
said that he had figured at one time that it cost about 3 
cents to stop and start an interurban car. 

DISCUSSION ON MR. BELLEVILLE’S PAPER 

F. E. Belleville, auditor Schenectady Railway, then dis- 
cussed the economies that can be effected in the accounting 
department. An abstract of the paper read by Mr. Belle- 
ville is published elsewhere in this issue. 

President Choate, in opening the discussion, said that 
there had been a large increase in the expense of the 
accounting departments during the last six or seven years. 
He thought that this was one of the departments in which 
economical arrangements could be made only with difficulty. 

J. M. Joel, auditor Syracuse Rapid Transit Railway, said 
that a job-order system that involved an additional expense 
of about $170 per month had been installed by that company. 
The information that this afforded, however, meant a saving 
for the mechanical department. 

J. C. Collins, New York State Railways, Rochester Lines, 
said that with the advent of the public commissions a higher 
grade of men had been required in the accounting depart- 
ments, Mechanical devices, although expensive in the first 
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place, were really economical to use in the end because of 
the amount they saved. He thought sometimes that there 
appeared to be too much detail, but there was never more 
than the officials wanted in their work. 

A. L. Linn, Jr., New York State Railways, said that the 
accounting departments tabulated the results and furnished 
the information that was wanted. If the amount of in- 
formation that was wanted could be reduced, it would be 
possible to reduce the expense of the accounting department. 

W. H. Collins, Fonda, Johnstown & Gloversville Railroad, 
said that the accounting departments did not receive credit 
for all that they do. He used to think less of the accounting 
departments, but now he appeals to the auditor for informa- 
tion to guide him in the management of the property. He 
agreed that the department should not be restricted too 
closely. The companies should keep up with the advanced 
ideals which had been set in this work. Many economies 
really developed from the information compiled in this 
department. 

J. C. Collins, New York State Railways, Rochester Lines, 
said that a great many times economies were realized for 
the company, although the expense of introducing them was 
placed on the accounting department. As a result of the 
installation of -pay-as-you-enter cars three or four extra 
men were used in the accounting department at Rochester. 
He did not know what it would cost this department if fare 
boxes should be placed on all the cars. It certainly would 
be necessary to equip a car especially to collect the boxes. 

R. B. Hamilton, Utica & Mohawk Valley Railway, thought 
that there was danger that the use of mechanical devices 
might prevent the development of originality. If money 
was to be spent on making devices a saving to compensate 
for it should be shown. 

Mr. Choate said that the general officers of a company 
were obliged to have figures on which to move, and these 
should be furnished by the accounting department. 

The meeting was then adjourned. 


WHAT ECONOMIES CAN BE PROFITABLY EF- 
FECTED IN THE MECHANICAL 
DEPARTMENT? 


BY J. P. BARNES, CHIEF ENGINEER SYRACUSE RAPID TRANSIT 
COMPANY 


An economy must be classed as profitable or unprofitable 
according to its result in ultimate expenditure. Thus, axle 
steel, cold-rolled or forged, may be much less in first cost 
and in cost of machining than the heat-treated steel of the 
American Electric Railway Engineering Association speci- 
fications. But when we consider the ultimate expenditure 
we shall find the lower priced steel is much more expensive 
per axle mile, or whatever unit of axle life we may use for 
comparison. Then, there is also the question of safety. 
Upon this basis there is again no question that the axle 
which is higher in first cost is also the safer material to use. 
Hence, if the cost per unit of service is in favor of the 
safer material, we have a typical case of profitable economy, 
whereas, if the cost per unit of service is in favor of the 
less safe material, we have an unprofitable or at least an 
inadvisable economy. 

Standardization will continue increasingly to have the 
effect of bringing the highest grades of material within the 
range of the modest pocketbook. If we all buy the same 
thing the manufacturers can sell it to us cheaper than if 
each bought something different. But standardization, like 
all good medicine, must be taken wisely, or it may result 
in effects quite as bad as the disease which it is intended to 
cure. There are many conditions, especially those sur- 
rounding old equipment or equipment soon to be retired, 
under which standardization will cost more than the 
economies to be gained by it. In such cases there is no ulti- 
mate economy in standardization. 
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I have spoken only of the standardization of materials. 
Standardization of methods will work equally well toward 
profitable economy. This is largely an individual problem, 
as local conditions enter very largely into its solution. 
There is room, however, for a considerable approach to 
standard methods. For example, those manufacturers who 
do business under a mileage guarantee or on a basis of cost 
per car mile or per thousand car miles are assisting greatly 
in this standardizing of methods. I have heard it said, and 
believe it to be true, that the cost per unit of service for any 
supply, inspection or repair may be reduced Io per cent or 
more through strict, intelligent and complete supervision by 
an expert in the particular line concerned. In general, the 
maintenance of such an expert on any but the largest prop- 
erties would be expensive and hence not ultimately econom- 
ical, but the manufacturer with many contracts and many 
properties to supply and supervise can profitably maintain 
such a man and back his efficiency with a guarantee of re- 
duction in cost. There are many conditions under which 
such a contract is of great assistance to the mechanical de- 
partment head, as it brings to bear upon the problem the 
expert knowledge of the man with a different viewpoint 
from his own. 


WHAT ECONOMIES CAN BE PROFITABLY EF- 
FECTED IN THE TRANSPORTATION 
DEPARTMENT? 


BY J. Fs HAMILTON, GENERAL SUPERINTENDENT UNITED 
TRACTION COMPANY, ALBANY 


The principal economies that we should endeavor to 
effect are those of a local character, as in organization, 
schedules, power, etc. If we secure as many small -local 
economies as possible the larger economies may be left to 
take care of themselves. We should also realize the differ- 
ence between true economy and false economy. An action 
which makes a saving in one direction may be very waste- 
ful in another direction. 

Of all the employees, unquestionably the motorman causes 
the company the largest amount of unnecessary expense. 
He should be trained to operate his car not only in the most 
efficient manner, but also without needless wear and tear 
on the property of the company and without extravagant 
use of power. This can be,begun by his proper instruction 
when a student, but unless this instruction is followed up 
he is apt to forget his instructions after he becomes a quali- 
fied motorman. A proper controller device, making waste- 
ful operation impossible, will justify the expense of its 
installation on all cars. To this should be added supple- 
mentary instruction by the so-called traveling motormen, 
who are actually follow-up instructors. Such men are 
valuable factors in working out profitable economies in 
the transportation department. 

Practicable labor-saving devices ought always to be 
adopted wherever possible, as, for instance, the mechanical 
device for throwing switches, which is economically supe- 
rior to the manual method of operation. Then there are 
economies that can be brought about by preventing the 
abuses of transfers, We can also economize by stopping 
the waste of power in the lighting and heating of cars. 
Frequently, especially during the winter months, lights are 
burned long after the time they are actually required. Elec- 
tric heaters are also the cause of much wasted current. 

But the greatest opportunity for the practice of economy 
lies in the matter of schedules. The car service to be ren- 
dered should be such as to produce the greatest revenue ob- 
tainable with good service. To this end a thorough knowl- 
edge of the traffic and of the various details connected 
therewith on the different lines must be in the possession of 
the superintendent, and this information should be kept up 
to date to allow him quickly to meet the ever-changing con- 
ditions. He should know his “rush hour” travel, that is, 
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when the greatest number of cars should be at certain 
points, and he should know exactly when this augmented 
service should be taken off the lines. The size and type 
of cars to be used on different lines and at various times 
must also receive consideration. It is often possible to 
rearrange the routing of cars or reduce the car mileage 
with advantage while continuing satisfactory service. As 
an example, in the city of Albany, a cut in mileage was 
made and at the same time there was an increase in earn- 
ings per car mile, the gross receipts showing the usual 
normal increase. A further means of economy is through 
cutting down the car hours both by reducing car mileage 
and by increasing the speed of cars. Thus, in Albany, the 
existing ordinances were recently amended to permit an 
increased speed of cars and the abolition of “far-side” stops 
at street intersections where “near-side” stops are made for 
safety purposes. Further benefits were also obtained by a 
rearrangement of stations within blocks between street in- 
tersections, which made it possible to cut out numerous 
stops. 

As already stated, in the zeal to cut down expenses, fre- 
quently false economies are made, which, while they show 
a saving in one respect, will be more than offset by the 
harmful results caused in other directions. Thus the mis- 
take is very often made of allowing no lay-over at one 
terminal. A lay-over makes it possible to maintain a better 
spacing of cars, because if a car becomes delayed it has 
the benefit of the lay-over time to reach its terminal, and 
this, except in very unusual cases, allows it to leave on 
schedule time. 

In conclusion we can effect many profitable economies 
by getting in touch with what others are doing along these 
lines, and then by applying the knowledge so gained as far 
as possible to our own local conditions. This can be done 
by reading the technical journals, by visiting other proper- 
ties and by attending meetings of the various railway asso- 
ciations. 


METHOD OF ORDERING AND HANDLING STORES, 
INCLUDING DISPOSITION OF ALL SCRAP 
MATERIAL 


BY H. M. BUTLER, PURCHASING AGENT NEW YORK STATE RAIL- 
WAYS, ROCHESTER LINES 


Storerooms are for two purposes, receiving and distrib- 
uting material and supplies that are used in the construc- 
tion and operation of a road. 

First is the requisition part for ordering goods. The 
storekeeper makes out his requisition in duplicate, on the 
proper form, which is signed by himself and the head of 
the department that will probably use the material. One 
copy is sent to the purchasing department and one is kept 
by the head of the department. = 

This requisition states the quantity required, description 
of articles (giving full details), quality, size, grade, num- 
ber, etc., what it is required for, job number and account, 
when last purchased, if on contract, and any other important 
data. 

Great care should be taken not to order too large quan- 
tities of any one article; that is, over-stocking and running 
up a large account in the storeroom. Then again the store- 
keeper must not let his stock run down so as to be out of 
goods when they are called for, or the road would suffer 
in consequence. If some one particular article was short 
it might result in tying up the road. Again, he must use 
good judgment and order ahead in ample time for material 
that has to be manufactured, such as special track, cable, 
malleable castings, etc. 

When the goods are received at the storeroom the re- 
ceiving clerk makes out a receipt on the proper pe 
showing date, from whom purchased, express or freig ‘ 
charges (if any), order number, the quantity, name o 
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goods, box or bin number, and if any material is broken or 
is in bad condition he must give full details at this time on 
the receipt, which he then signs and turns over to the store- 
keeper. 

_ these receipts are kept by the storekeeper until such 
time as the invoice is received, when they are attached to 
the invoice and are then ready for posting and entering on 
both the receiving book and the stock sheets. After this is 
done, the invoices are signed by the head of the department 
and the storekeeper. They are then forwarded to the pur- 
chasing department to be checked properly and are sent 
trom there to the auditing department and then to the 
treasurer for payment. 

The storeroom is divided into hundreds of bins, both large 
and small. These have numbers and a tag showing the 
name of article contained therein. We found a convenient 
way in the yard to mark heavy material such as rail, ties, 
lumber, ete., by having a surveyor’s stake with a tin sign 
attached and marked in white paint showing the bin num- 
ber and the name of the article. 

In putting away material everything should be piled up 
carefully and in good order, with the name showing in 
front, if any is on the package. Do not throw goods in bins 
or on the ground carelessly, as to maintain a neat and tidy 
appearance in the storeroom will require only about a 
minute longer to put material away in an orderly and com- 
pact fashion. Every night all rubbish, empty boxes, bar- 
rels, etc., should be taken away and the storeroom cleaned 
and swept thoroughly. 

Supplies are distributed by work train or handed person- 
ally to parties wanting them; if by work train, a receipt is 
made out in triplicate, and after the goods have been deliv- 
ered and signed for by the party who receives them, also 
by the motorman in charge of the work train, one copy is 
sent to the storekeeper. The requisitions for goods issued 
out of the storeroom are made out in duplicate, dated and 
signed by the foreman or properly authorized party, and 
show the amount required, description of article, job num- 
ber and account, and where the goods are to be delivered. 
They are then filled by the delivery clerk. If he is short 
anything, he marks in the proper column “amount issued” 
so that it can be checked against “amount ordered.” He puts 
on the bin number, signs the requisition and sends all requi- 
sitions every night to the storekeeper. The next morning 
all requisitions are carefully examined, priced, extended and 
entered on stock sheets as material used, and are then turned 
in to the auditing department. 

RECORD OF STOREROOM MATERIALS 

A separate stock sheet is kept of every article in the 
storerooms, showing the name of the article, its price and 
bin number, arranged for twelve months. The upper part 
headings are divided as follows: On hand last day of previ- 
ous month, received during month, total amount consumed, 
and amount remaining on hand. 

The lower part shows the material used; the top shows 
headings for each of the twelve months with lines across 
for thirty-one days of each month, so that proper entries 
can be made on any particular day, for every day of the 
year. 

We take from 200 to 300 of these stock sheets and ar- 
range them together in one file or book, so as to keep the 
different kinds of material separate. For instance, one file 
is used for all the glass, another for all pipe fittings, con- 
troller parts, overhead line material, etc., etc. These sheets 
are locked up every night in a fireproof vault so that in 
case the storeroom burns an inventory could be made of 
the exact amount of stock on hand. 

We also have what we call a “reel account.” In purchas- 
ing wire or cable we charge on the stock sheets only the 
net cost of the wire. The reels are kept on a separate sheet 
showing the number of the reel, its size, its cost, date of 
invoice and from whom purchased. These are charged to 
our stock, and when the reels are shipped or returned, within 
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a reasonable time we receive a credit, which is applied to 
our “reel account.” 

We have another account called “manufacturing account,” 
which is for the purpose of manufacturing and finishing up 
raw material, such as bearings, overhead line material, con- 
troller and truck parts, car trimmings, etc. For instance, we 
purchase a quantity of splicing ears in the rough from a 
brass foundry, and then issue a shop order which bears a 
date, shop number, the amount and the name of article. 
The back of this form is arranged for the workman’s time. 
It is then signed by the storekeeper and approved by the 
master mechanic and forwarded to the shop with the mate- 
rial. Any material which is required to finish up this order 
is drawn from the storeroom and charged to this shop num- 
Det 

When the work is completed the shop order, with the 
material, is returned to the storeroom. Then the store- 
keeper figures out the workman’s time on the back of the 
card, and any material which has been taken out on this 
order, plus the original cost of the castings. These amounts 
are added together and give the exact finished price 
of the product, which is then entered on the stock sheets. 
We have found it economical to finish up goods of this 
character, thereby saving to our company the profit that 
would accrue to the manufacturer. 

All patterns are kept in a separate room, each one having 
a name and number, and are properly recorded in a pattern 
book. As these patterns are sent out with orders, a receipt 
is made out in duplicate, one copy being signed by the manu- 
facturer (on receipt of the patterns) and returned to us as 
our voucher. This is held until such time as the goods are 
delivered. The patterns are kept on shelves and are divided 
so that anything wanted in, say, overhead line material, 
heater parts or truck parts, etc., can be located easily. 

A complete inventory is taken of all storerooms about 
once a year under the direction of the auditing department. 
SALE OF SCRAP MATERIAL 

As to the handling of scrap material, all of our scrap 
copper, brass, etc., is cleaned up thoroughly; the insulation 
burned off and the screws, iron, etc., taken away. This ma- 
terial is kept in separate bins, as follows: Copper, wire, red 
brass, yellow brass, trolley wheels, copper segments, copper 
chips, brass chips and babbitt skimmings. 

This material is turned in to our storeroom every few 
days and is weighed and credited to a job or account and 
charged to the storeroom scrap account. When it is sold 
the scrap account in the storeroom is credited with the 
amount received and the difference between the original 
charge and the amount received is adjusted in the auditing 
department. 

As to the scrap iron and steel, we have been able to get 
better bids by advertising and selling this per gross ton, 
mixed, just as it is received, whether it be rail, special work, 
brakeshoes, gears or other articles. It is weighed accu- 
rately and treated in the same manner as the copper. 

We advertise for bids on the copper, brass, etc., once a 
month, and on the scrap iron and steel perhaps once in two 
months. Whenever we have a large enough amount to make 
up one or more cars we sell to the highest bidder. 


WHAT ECONOMIES CAN BE PROFITABLY EF- 
FECTED IN THE MAINTENANCE OF WAY 
DEPARTMENT? 


BY B. E, TILTON, GENERAL MANAGER SYRACUSE RAPID TRANSIT 
RAILWAY 


Economy in a branch of work may result from three 
causes—uniformity in the materials and methods used, co- 
operation among those performing the work, efficiency with 
which the work is carried on. 

The problem which the maintenance of way engineer 
has to solve is how to secure these results in his depart- 
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ment. Much has been done by associations and individuals 
in the last few years to secure uniformity in practice. The 
necessity for uniformity in producing economies is funda- 
mental and precedes other steps in this direction. No opera- 
tion which is repeated often can be done economically until 
the methods and materials used are made uniform. 

The desirability of co-operation is seen in the efforts of 
the companies to promote co-operation among all men in 
the service. By co-operation with other departments and 
with patrons the maintenance of way department can help 
to produce economies. For instance, it has many com- 
plaints to handle, which cannot be considered closed until 
the complainant, whether another department or a patron, 
is satisfied: This can be accomplished only by an exacting 
follow-up system, refreshing the memory and compelling an 
answer. Everyone is pretty well educated to the fact that 
a satisfied complainant is a requirement of economical 
operation. 

MEN IN CONTACT WITH PUBLIC 

Our men on both city and interurban lines are brought 
into contact with the public constantly and can satisfy them 
or oppose them, depending on the extent to which they will 
co-operate. This result must be secured by the engineer 
through the medium of meetings with the foremen, at which 
the value of co-operation is explained. 

A large leak which the maintenance of way department 
can assist in reducing is accidents. To reduce the part of 
this for which we are responsible requires inspection suf- 
ficient to detect dangerous spots before an accident hap- 
pens. Our greatest means of inspection is the track walker, 
and _we should not limit our track walking to interurban 
and suburban lines. There are lines in nearly all city sys- 
tems which should have a weekly inspection. Wide gage, 
bad surface and line, broken joints, poor paving, etc., can 
be located in this way and many accidents prevented. 

The question of a scientific study of efficiency has been 
undertaken only recently, and so far as I know only one 
ycompany (Milwaukee) has an organized department to 
carry on such a study to determine the efficiency with which 
the various operations in the maintenance of way depart- 
ment are conducted. 

The maintenance of way department carries on a large 
amount of work which, for want of a better description, 
may be considered to be composed of jobs each of which 
costs $300 or less. Such work amounts to from $300 to 
$400 per mile of track per year on city lines. This class of 
work offers opportunities for economies, but only after the 
most careful analysis. 

EFFICIENCY DATA 

Take, for instance, a paving gang. What engineer can 
determine by observation the actual efficiency of a paver as 
determined by the relationship between actual square yards 
laid and time consumed in each of the various operations 
necessary to be performed in laying a square yard of pave- 
ment? He may observe that one man lays two square yards 
while another lays one, but where the time is lost is a mat- 
ter of study. Suppose we send a man in the field to get 
efficiency data. He would note the time it takes to get tools 
on the ground, time to pick up a stone and walk with the 
stone to the job, time for dressing and bedding it, time 
loafing and time lost because of lack of material or tools. 
The engineer might find to his surprise that on account of 
poor organization he was not keeping the men supplied with 
proper material. No man desires to spend money uneco- 
nomically, but I feel that we have reached a point where the 
actual efficiency of such operation can be detected only 
by careful study. : 

The maintenance of way department on our own lines 
has had only one experience in getting efficiency data, and 
that was in connection with work train service. An analysis 
of that data enabled us to reduce the running time empty 
from 26 per cent to 12 per cent and to do away with one 
train during the winter months. ~ ‘ 
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Profitable economies in the maintenance of way depart- 
ment must result from the extension to that department to 
the fullest extent of the principles of uniformity in mate- 
rials and methods, co-operation and efficiency. 


WHAT ECONOMIES CAN BE PROFITABLY EF- 
FECTED IN THE ACCOUNTING DEPARTMENT? 


BY F. E. BELLEVILLE, AUDITOR SCHENECTADY RAILWAY 


_ The question of what economies can be profitably effected 
in the accounting department is a broad one, and one that 
depends largely upon what construction or meaning is 
placed upon the term “economy.” 

It has been said that the accounting department is not a 
revenue producer, and a false idea has prevailed too fre- 
quently that, by limiting the expenditures in this particular 
branch of the electric railway business, true economy has 
resulted. The writer disagrees entirely with this idea. 

A small office force does not indicate necessarily that 
proper steps have been taken in the direction of economy. 
With a sufficiently large and competent force the best re- 
sults can be obtained and data can be compiled which, when 
used properly, will be a potent factor in effecting large 
economies in all other departments, while with an insuf- 
ficient organization many important matters have to be 
passed over. 

The accounting department is really the information 
bureau. The manager of the company and the heads of the 
various departments turn to the accounting department for 
information as to the results of their operations-and for 
future guidance, and this information is of value only when 
it is absolutely reliable and accurate and when it is set 
forth in a simple and intelligible manner. By a careful 
analysis of such information, the way is pointed out to the 
operating man to economize in many directions. To have 
the data available easily it is necessary that the records of 
the company be kept in such a way as to reflect this infor- 
mation properly, and it is very evident that this cannot be 
accomplished with an incompetent and untrained organiza- 
tion. Any expenditure within reasonable limits with a 
view to establishing a proper accounting organization is 
always justified by the results obtained, and the unreason- 
able restriction of the accounting department along these 
lines is faise economy. The question of economy is closely 
related to the question of efficiency. Generally speaking, 
given an organization trained to its maximum efficiency, 
you then have true economy. 

However, there are many smaller economies, which are 
governed largely by local conditions, that can be effected 
profitably. These might be taken care of by changing the 
method of handling payrolls, for instance, and by the in- 
stallation of various labor-saving devices and systems in 
doing the work of the office. With regard to payrolls, 
changes might be made which will result in a considerable 
saving in time and labor. For example: With one of 
the companies with which the writer was connected it was 
the custom in handling the motormen’s and conductors’ pay- 
roll to have the time of the men transferred from the run 
sheets to a loose-leaf time book, one employee to a page, 
and then to rewrite this time on the payroll sheets. This 
duplication of work was avoided by having the time posted 
directly to the payroll sheet and discarding the time book 
entirely. After the payroll has been disposed of, these 
sheets are bound and form a much better and a more com- 
pact and complete record than obtained by the former 
method. This is one instance where an economy was 
effected simply by eliminating an unnecessary amount of 
work, and, as stated before, more of these, which depend 
upon local conditions, and which, therefore, cannot be 
pointed out specifically by the writer, can be instituted along 
similar lines. : 

Mechanical calculators are a great help in increasing the 
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efficiency of the office, and hence are a great aid in effecting 
economies. For example, the writer has in mind a case 
where it took two expert men two days each month to 
handle a certain piece of work. With the aid of a mechan- 
ical calculator this work is now done by a less expensive 
man in a little over half a day, thus effecting a saving of 
about three and one-half days per month in actual time, to 
say nothing of the saving in wages on account of the less 
rate paid. 

Economies can also be effected by close co-operation with 
the other departments, for the reason that much unnecessary 
work can be eliminated and more time be given to those 
things which particularly affect the institution of economies 
in the other departments. It is not the quantity of informa- 
tion turned out, but its quality and the important uses to 
which it may be put, which makes it valuable. 

In conclusion, let me repeat that, in the writer’s opinion, 
the best way to run the accounting department economically 
is to secure a competent organization, of reasonable size, at 
a reasonable rate of compensation, and see that a proper 


return is received on the amount invested in the results 
obtained. 


CAMBRIDGE SUBWAY OPENING 


President Bancroft, of the Boston Elevated Railway 
Company, announced on March 14 that it was the intention 
of the company to open the Cambridge subway for service 
on Saturday, March 23. It was planned for the first regu- 
lar train to leave Harvard Square at 5.24 a. m., the run- 
ning time to Park Street, Boston, being 8 minutes. On 
the surface system the schedule time between the two ter- 
minals is from 25 to 35 minutes. It is planned to operate 
the subway trains at intervals of from 2 to 4 minutes, two, 
three or four cars being used for trains according to the 
traffic demands. The subway will be open for travel until 
about 12.50 a. m. daily. A large number of changes in the 
surface car service will be inaugurated by the opening of 
the subway. In general, the system of operation will fol- 
low that in use on the existing elevated and tunnel system, 
transfers being issued between trains and surface cars run- 
ning in the same general direction, the local service being 
handled by the surface lines and the express traffic by the 
subway trains. Stations are located at Kendall, Central 
and Harvard Squares, Cambridge, the Boston terminus be- 
ing a substation built beneath the Park Street station of the 
original Tremont Street subway. At a later date the Cam- 
bridge subway will be extended east to the South Station 
and thence southward to Andrew Square, Dorchester. 

The opening of the Harvard Square transfer station will 
establish a new plan for the interchange of traffic between 
trains and surface cars by the operation of through routes 
between outlying suburbs, the transfer station being sub- 
stantially in the center of the routes. New through routes 
will be run between Arlington and Newton via Watertown 
and between North Cambridge and Belmont or Waverly, 
passing through the Harvard Square subway station. Sur- 
face cars will be run from Harvard Square to many points 
formerly covered, although the intervals will probably be 
considerably altered. At Park Street, Boston, passengers 
will be permitted to pass freely between subway cars and 
trains, with the exception of making return trips on a-single 
fare. 


At the annual convention of the Minnesota Surveyors and 
Engineers’ Society it was stated that out of the 154 steam 
railroad wrecks occurring in the State during the past year 
eighty-one could be properly classed as preventable, while 
seventy-three were non-preventable. The preventable 
wrecks were much the more disastrous of the two classes, 
as 200 injuries and twenty-three fatalities resulted from 
the eighty-one wrecks. The non-preventable wrecks caused 
injury to only seventy-one persons. Only four were killed. 
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GOVERNMENT REPORT ON WATER POWER CONTROL 


On March 14 Herbert Knox Smith, United States com- 
missioner of corporations, submitted to President Taft a 
report on the concentration of control over water power by 
large interests in important localities. The report recom- 
mends that the government should preserve title to the re- 
maining power sites and develop them to prevent their pos- 
sible monopolization by public utility companies. They 
should be developed at once, not only to conserve the fuel 
supply of the country, but also because they are rapidly 
passing into private control. The public can either develop 
and operate these sites, selling the energy at market rates, 
or lease the sites at a rental. Mr. Smith says that the water 
power developed and practically capable of development 
of this kind probably does not exceed 25,000,000 hp. The 
total developed water power to-day is about 6,000,000 hp. 
The total stationary power used in the United States, steam, 
water and gas, is probably more than 30,000,000 hp. The 
inquiry showed that there was concentration of water pow- 
ers in three distinct phases: first, there was concentration 
of control in each important locality ; second, large interests 
influenced some of these local concerns, and finally, there 
was a growing relationship among large interests. 

In California six corporations, of which the most impor- 
tant is the Pacific Gas & Electric Company, with 118,343 hp, 
together control 375,000 hp, which is over 80 per cent of 
all the developed water power in the State. In Washing- 
ton two companies control 210,000 hp, or about 70 per cent 
of all developed water power. In South Carolina the 
Southern Power Company owns about 101,000 hp, or 75 per 
cent of the total development, with 73,000 hp undeveloped. 
In the southern peninsula of Michigan the Common- 
wealth Power & Light Company controls 52,000 hp, or 73 
per cent of the whole commercial development, together 
with probably 71,000 hp more undeveloped. Practically 
similar conditions are reported to exist in Montana, Colo- 
rado and Georgia and at Niagara Falls. : 

More important than this local concentration are the 
operations of ten large groups of interests which possess 
control or influence over 1,821,000 hp, about 60 per cent of 
the water power already developed, together with 1,449,000 
hp undeveloped. The General Electric interests are said to 
control or influence 939,000 hp of developed water power in 
eighteen states and 640,000 hp of undeveloped resources, a 
total of over 1,500,000 hp. Next are the Stone & Webster 
interests with 278,000 hp, chiefly in connection with public 
service concerns. They exercise control over fifty-five to 
sixty companies, largely through management rather than 
through ownership. Eight of these companies have water 
power. 

The other groups are the Hydraulic Power Company of 
Niagara Falls, 144,000 hp; the Pacific Gas & Electric Com- 
pany, with over 118,000 hp developed and the dominating 
factor in a large portion of California; the group known as 
the Clark-Foote-Hodenpyl-Hardy interests, 104,000 hp, 
largely dominating the water-power situation in Michi- 
gan and also active in Maine and Oregon; the Southern 
Power Company, 101,000 hp in South Carolina, as pre- 
viously noted; the S. Morgan Smith interests (Georgia), 
76,000 hp; the Brady interests (Tennessee), 70,000 hp; the 
United Missouri River Power Company, 65,000 hp, which, 
with the Butte Electric Power Company (General Electric 
group), practically dominates the power situation in Mon- 
tana, and the Telluride Power Company (Colorado, Idaho 
and Utah), 56,000 hp. The last-named nine interests also 
include under their influence 887,000 hp of energy as yet 
undeveloped. 

The two greatest of the General Electric and the Stone & 
Webster groups have directors in a number of the same 
corporations. They and the S. Morgan Smith, Westing- 
house and Brady interests are similarly connected. 
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MEETING OF THE NATIONAL CIVIC FEDERATION 


The annual meeting of the National Civic Federation 
was held in Washington, D. C., last week. Meetings took 
place at which the principal subjects now under considera- 
tion by the federation were discussed. 

President Seth Low of the federation delivered his 
annual address on March 5. He said that the federation 
had been especially active in the matter of workmen’s com- 
pensation under the efficient guidance of August Belmont. 
The department of regulation of interstate and municipal 
utilities, headed by Emerson McMillin, has begun a study 
of the proper limits of public regulation, which promises 
to be thorough and illuminating. The study of the trust 
question is receiving painstaking attention. The employers’ 
welfare department has been active during the year. Presi- 
dent Low said that those who belong to the federation be- 
lieve that the interests of capital and labor are for the 
most part, if not always, reconcilable. 

August Belmont made an address on March 6 on “The 
Status of Workmen’s Compensation in the United States.” 
On the subject of “Prevention” the chairman of a special 
committee of the department has secured the approval of 
the federation to a model safety act which has been intro- 
duced recently in the New York Legislature. Mr. Belmont 
expressed the hope that this act would substantially become 
a law and lead to progress in this line in every state and 
would contribute in some measure to the improvement of 
inspection where it has secured legal recognition and point 
out the lines of safety regulation. The federation stands 
committed to compulsory compensation without alternative 
remedy to the fullest extent that such a condition can be 
secured. The cardinal reason is that the remedies which 
the common law provide have in the highly varied state and 
development of modern industrial life worked justice to 
neither employer nor employee. 

In its model act, Mr. Belmont said, the federation con- 
fines itself to recommendations for compulsory compensa- 
tion in only the more hazardous and more highly organized 
industries, that is, to those capable of statistical report and 
consequently a subject for accurate measurement for risk 
by actuaries. As a rule for the measurement of responsi- 
bility 50 per cent has been assumed. This has been taken 
from the measure fixed in most of the European laws on 
the ground that the bulk of the evidence points to the per- 
centage of about half on the employers for their neglect 
of proper precaution and an equal proportion on the em- 
ployees for their similar neglect. To this is added the 
theory of joint incentive to the employer to provide the 
most advanced safety appliances and to the employee to 
exercise the maximum of precaution. 

Judge Martin A. Knapp, of the Initerstate Commerce 
Court, in a paper on “Government Mediation in Railroad 
Labor Disputes,” said that it is certain that more and more 
will the influence and authority of the government be ex- 
tended into labor disputes in business pursuits which have 
been conducted heretofore as purely private enterprises. 

Arthur Williams, of the New York Edison Company, 
discussed “Industrial Pensions,” or, rather, as he termed 
them, “Service Annuities.” He said that many employers 
had been deterred from adopting a plan of this nature 
through fear that the cost would prove too great. A num- 
ber of estimates indicate that the cost of a well-defined 
annuity plan need not exceed 1 per cent of the payroll. 

William R. Willcox, chairman of the employers’ welfare 
department, said that the requests made to the department 
for information upon successful profit-sharing plans far 
outnumbered other requests. 


In view of the large percentage of preventable railroad 
wrecks which occur in this country it has been suggested 
that railway employees be held to account by the State. 
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COMMUNICATION 


SINGLE-PHASE AND THREE-PHASE LOCOMOTIVES IN 
EUROPE 


Societa ITALIANA WESTINGHOUSE, 
} Vavo Ligure, Feb. 28, 1912, 
To the Editors: 

In your issue of Feb. 3 I find an article entitled “Choice 
of Systems for Heavy Electric Traction in the United 
States and Europe,” by “A German Electrical Engineer.” 
his article reads as if it had been written for the purpose 
of removing from the minds of your American readers mis- 
understandings in regard to the European conditions of 
trunk-line electrification, and the writer tries to give the 
impression that he is well informed on the subject. Never- 
theless, his statements about the Italian three-phase elec- 
trification are in many respects entirely contrary to the 
facts. ‘ 

The three-phase system was selected for the Giovi line, 
not because “no manufacturer was willing at that time to 
risk the building of big single-phase locomotives,” as the 
anonymous writer states, but because this system had proved 
its superiority over the others, both as regards the capacity 
of locomotives and current consumption. As a matter of 
fact, before the competition for the equipment of the Giovi 
line took place the Société Anonyme Westinghouse had pro- 
posed big single-phase locomotives, but their weight was 
too heavy as compared with their capacity. The Italian 
State Railways gave a free hand in the choice of system 
when it invited competitors to submit their projects and 
tenders, so some firm proposed three-phase, others single- 
phase, and Siemens-Schuckert even single-phase and three- 
phase locomotives. 

Hence, as you see, it is not at all true that “the Italians 
were forced to employ the three-phase Valtellina locomo- 
tives because they could not get any other type at that 
time.” They got not only a new type of three-phase loco- 
motive designed especially for heavy mountain service, but 
they could also have got single-phase locomotives if they 
would have been contented with a far lower capacity per 
ton of weight. 

The writer charges three-phase regeneration with re- 
ducing the power factor. But, as can be seen from the 
readings of the switchboard instruments in the Giovi power 
house, the power factor exceeds go per cent when the up- 
grade trains only are running. Now, the fact that the 
down-grade trains reduce the power factor to between 30 
and 60 per cent shows that the regeneration is very effec- 
tive. I think criticisms would be more proper if the power 
factor had been high during regeneration, because low 
power factor is a sign only of a saving effected in watt 
consumption. , 

Further, the writer says that “the high wattless current 
results in an enormous amount of heat in the generators. 
This can readily be detected by the bare hand * mee 
As the generators are completely covered, no coils can be 
touched. The only exposed part is the armature core, which 
has a temperature rise of about 35 deg. C. When the 
writer of your article visited the Giovi plant (on the occa- 
sion of the Turin Congress) the temperature in the engine 
room was about 30 deg. C., so that the temperature of the 
armature core was about 65 deg. C. Anybody having ex- 
perience with the heating of machines knows that it 1s 
very difficult to estimate the temperature of bare metal 
when over 60 deg. or 70 deg. C. simply by touching it with 
the hand. The experience of the writer of your article 
with the Giovi generators would have been practically the 
same if he had touched them a couple of hours after a 
no-load run. 

KALMAN VON KANDO, 
Managing Director Italian Westinghouse Company. 
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SIGNAL INSTALLATION AT MOUNT VERNON, N. Y. 


The Westchester Electric Railroad, which operates be- 
tween Mount Vernon and New York, has a single-track 
section which extends south for 1 mile from a turn-out at 
Kingsbridge Road and Fifth Avenue, Mount Vernon. A 
twenty-minute service is given between this turn-out and 
the end of the line. Under ordinary conditions a car which 
enters this section reaches the terminal and returns to 
the turn-out before the following car is ready to go over 
this section. The possibility always exists, however, that 
a car on the single-track section may be blockaded or other- 
wise delayed. To avoid the possibility of head-on collisions 
from this cause, the company installed in July, 1911, one 
of the type T terminal signals of the U. S. Electric Signal 
Company, West Newton, Mass. When the car enters the 
single-track section the signal is automatically set by means 
of the overhead contact switch, thereby displaying a red 
light and semaphore arm in a horizontal position. On leav- 
ing the section the same overhead contact serves for the 
automatic return of the semaphore to its normal position 
and for the extinguishing of the lamp. Owing to the 
service conditions, only one car is in a section at a time, 
so that a counting device is unnecessary. The signal has 
cost nothing whatever for maintenance since it was in- 
stalled. 

The accompanying cut shows the simple arrangement of 
circuits and the mechanical features of the signal. A sub- 


Type of Signal Installed at Mount Vernon, N. Y. 


stantial cast-iron box is provided as a housing for the relay, 
resistance units and fuses. To the side of this box is se- 
curely clamped a tube in the bottom of which a powerful 
double solenoid for the operation of the blade is inserted, 
while at the top of the tube a cast-iron housing is placed 
to serve the double purpose of housing the lamp behind a 
<-in, ruby lens and providing room for the mechanism to 
which the blade is attached and by which it is operated. 

The setting side of the trolley switch is connected to 
terminal “4” in the signal box and from that point to the 
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setting side of the relay, this being the left-hand horseshoe 
magnet shown in the relay. This circuit continues on 
through the resistance units out through terminal marked 
“G” to ground. The operation of the trolley switch thus 
energizes the left-hand magnet of the relay, raising the 
armature lever and closing another circuit which is taken 
direct from the trolley wire through terminal “1” across 
a pair of phosphor bronze springs, through the solenoid for 
operating the blade and having a branch running through 
the lamp. From there the circuit passes through resist- 
ance to ground. A mechanical lock is one of the features 
of this signal. It holds the foregoing armature lever locked 
in position across the relay contact springs so long as the 
signal is in the danger position. 

Upon leaving the protected section, the car again passes 
under the trolley switch but in the opposite direction. It 
now operates the restoring side of the trolley switch and 
closes a circuit from the switch through terminal “5” in 
the signal box. From there it passes through the right- 
hand magnet of the relay and continues through resistance 
to ground. The energizing of this right-hand magnet 
causes its armature lever to be raised, thus unlatching the 
mechanical lock and permitting the left-hand armature 
lever to fall. Thus the signal circuit is opened and the 
signal is restored to the normal position. The whole equip- 
ment is of rugged construction. 


A NEW AUTOMATIC SLACK ADJUSTER 


The Omaha & Council Bluffs Street Railway Company 
has used during the past year a new type of slack adjuster 
which is noteworthy because of its simplicity, ease of in- 
stallation and adaptability for various types of brake rig- 
ging. An illustration of one of these slack adjusters is 
presented. The device is manufactured by the Anderson 
Brake Adjuster Company, of Omaha, Neb. 

The new slack adjuster as installed, for example, on the 
Brill 27-G type truck replaces the adjustable connection be- 
tween the live and the dead levers. If no brake beam is 
used two slack adjusters are required per truck, one being 


Slack Adjuster from Below Car 


supplemented for each of the struts between the live and 
dead levers; thus the device replaces the present turnbuckle. 
One man can install the slack adjuster in fifteen minutes. 
Its weight is about 5 lb. more than that. of an ordinary 
turnbuckle. It is so designed that should the automatic 
actuating parts become broken the braking connections are 
just as safe as with the ordinary turnbuckle. 
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The slack adjuster is made of cold-rolled steel and mal- 
leable-iron fittings and embodies in construction and opera- 
tion the essential elements of the turnbuckle which it re- 
places. The one difference is that the rod which connects 
the live and dead levers is threaded only on the dead lever 
The automatic actuating means consist of a rocker 
The rocker arm is posi- 


end. 
arm and a friction cone clutch. 


Elevation of Slack Adjuster 


tioned in the path of the live lever fulcrum pin and con- 
nected with the outer half of the clutch, the inner half of 
which is a bronze collar pinned to the threaded adjusting 
rod. The clutch and its bearings are protected from dirt 
and snow by a packing ring which also serves to retain the 
lubricant. The travel of the brake beams (and thus of the 
piston) is predetermined by an adjustment finger on the 
rocker arm. 

As the brakes are applied, when the travel of the beams 
becomes excessive, the live lever fulcrum pin engages the 
rocker arm, which in turn rotates the outer half of the 
friction clutch in a right-hand direction. The inner half, 
however, remains stationary because the threaded adjusting 
rod to which it is pinned is held from turning by the tension 
of the brake rigging during the application of the brakes. 
When the brakes are released this strained condition 1s 
removed and the threaded rod is left free to turn. There- 
fore, when the rocker arm is pushed back by the fulcrum 
pin and rotates the outer half of the clutch in a left-hand 
direction, the inner half of the clutch is carried with it, 
turning the threaded rod and lengthening the distance be- 
tween the live and dead levers. This compensates for the 
wear in the brake rigging. When the shoes are worn out 
the threaded adjusting rod is turned back by hand against 
the friction of the clutch by a nut pinned to this rod. There 
are no lock nuts to loosen or tighten, and the braking con- 
nections need only to be adjusted close enough to give a 
brake that will stop the car. 

The manufacturer of this device states that no change 
in the brake rigging is necessary for its installation. The 
adjustment of one screw on the slack adjuster determines 
the length of piston travel. Individual adjustment of the 
lever travel for each truck with brakebeams or for each 
shoe where brakebeams are not used is maintained. The 
device is protected against interference from ice or dirt and 
cannot freeze. It is not operated by springs, has no lock 
nuts and no ratchet, and with it worn shoes can be replaced 
more easily than when turnbuckles are used. The angu- 
larity of the levers is not changed, nor is the ratio of brake 
levers, and with the device in use the variation in piston 
travel from the time new shoes are installed until they are 
worn out is almost too small to be measured. 

These automatic slack adjusters are in use on cars in 
Omaha in connection with Brill 27-G trucks, Brill 39-E 
trucks and Peckham 14-D-s5 trucks, 


A report from an American consular officer in Mexico 
states that a street railway is being proposed between two 
points in his district. It has not yet been decided whether 
mules or electricity will be used as the motive power. 
American exporters of construction material, cars and other 
articles necessary for the construction of either a mule or 
an electric line should communicate direct with the person 
heading this proposition. Further information can be 
secured by addressing No. 8219, Bureau of Manufactures, 
Department of Commerce and Labor, Washington, D. C. 


Marcu 16, 1912.] 


NEW TYPE OF AUTOMATIC BLOCK SIGNAL ON LAKE 
SHORE ELECTRIC RAILWAY 


A double-tracked curve on the Lake Shore Electric Rail- 
way, 1/2 miles west of Cleveland, has been protected by 
two “Ward” signals made by the Automatic Signal & Ap- 
pliance Company, of Cleveland, Ohio. The service obtained 
from the signals during the extremely unfavorable weather 
conditions of the recent winter has been very satisfactory 
from both the operating and the maintenance standpoint. 


Block Signal on Lake Shore Electric Railway 


The system consists essentially of a contactor operated 
by the pressure of the trolley wheel and placed in advance 
of the signal or at the same point. This contactor opens 
and closes the two-wire signal circuit, which is ener- 
gized by the trolley current. Two contactors are required 
to each block in curve protection. When continuous block- 
ing is used one contactor to each block is all that is 
necessary. 

The signal mast and top-post mechanism are shown in 
the illustrations. The signal mast is provided with steps, 
and a seat at the top of the mast makes the handling of 
repair parts easy for the maintainer. The signal mechanism 
rests on a pedestal, and the sheet-metal hood, which is in 
one piece, has a door on one side which allows the case to 
be slipped off from the opposite side if necessary in making 
repairs or adjustments. 

The blade mechanism, which is driven by a 1/10-hp motor, 
is designed for three-position operation in the upper left- 
hand quadrant. The mechanical parts are so designed that 
the position of the blades, which are R. S. A. standard, can- 
not be manually changed except by opening the case. The 
spectacle casting is of aluminum. The motor is of the high- 
speed type direct-connected through a pinion on the arnia- 
ture shaft to a large gear on the signal shaft. It is de- 
signed for operation at low voltages. During the tests 
made on the Lake Shore line the voltage has varied from 
800 volts to 150 volts without causing a signal failure. The 
blades move from the danger to the clear position’ m two 
seconds’ time. 

The signal lighting is obtained from the trolley by in- 
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stalling sufficient resistance in the lighting circuit to allow 
one 25-watt tungsten lamp to be used. Means are installed 
to indicate when a lamp fails. The train crews are in- 
structed to report dim signal lamps so that renewals will be 
made promptly. The lamps and the resistance in the 
mechanism case furnish sufficient heat to prevent the accu- 
mulation of ice on the lenses and mechanism. 

The contactor is simple in construction. It is supported 
on the span wire and replaces the trolley hanger. The 
Weight of the wire prevents the contactor from being op- 
erated by natural vibration. Tests have. shown that the 
contactor will act with a pressure as low as 18 lb. from the 
trolley wheel and that it will not be injured by sudden im- 
pact from trolley wheels of cars running at high speeds.’ 
Speed as high as 62 m.p.h. has been noted at the point where 
the signals are located. 

If the current is off when a car passes under the con- 
tactor, the movement of the car is registered through a 
system of locking levers within the contactor box, and when 
the current again comes on the line the semaphores take 
the positions called for by the location of the cars. Lubrica- 
tion is provided for by inserting graphite paste in a groove 
in the contactor plunger guide bearing. This method of 
lubrication gave good results in the tests made on the 
Lake Shore Electric Railway when the thermometer regis- 
tered minus 20 deg. Fahr. 

The contactor mechanism and supporting frame are of 
brass and are covered by an aluminum hood. The contactor 
is provided with a slack adjuster to take care of expansion 
and contraction of the trolley and span wires. This slack- 
adjusting feature was added as a precaution, and tests so 
far show that no adjustment is necessary, as the entire line 
is affected by temperature changes and the suspended 
weight at the span wire does not change materially. 


RAILWAY MOTOR PINION REMOVER 


The General Electric Company has recently placed on the 
market a puller for quickly removing pinions from railway 
motor armature shafts. This, device is light in weight and 
can be handled easily and quickly by one man. The ring 
is slipped over the pinion, its teeth passing between those 
of the pinion, and then a slight turn brings the teeth of 
both in line. The cylindrical piece of metal shown in the 


End View of Pinion Puller 


foreground of the illustration is then placed between the 
shaft and the jackscrew passing through the middle of the 
yoke. By screwing the jackscrew into the collar the pinion 
is easily removed. 

The two bolts holding the yoke to the ring are of liberal 
length to permit adjusting the device for the removal of 
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pinions of any thickness met with in practice which have 
the same number of teeth as the pinion puller. 

The complete line includes pullers for all railway motor 
pinions. 


A SIMPLE REFILLABLE FUSE 


The Monarch Refillable Fuse Company, of Buffalo, 
N. Y., has recently placed upon the market a fuse which is 
designed to be as nearly “foolproof” with regard to the 
operation of refilling as is possible for such a dee Its 
external appearance is exactly similar to the standard fuses 
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Sectional View of Refillable Fuse 


of the same capacity in both the ferrule and knife-blade 
type. The former type is made with the usual vulcanized 
fiber tubing body capped on the ends and with a fuse wire 
of standard size inside. The body of the fuse, instead of 
being filled with fireproof material, is empty except for 
the fuse wire and a sleeve of woven asbestos surrounding 
it. These asbestos jackets may be re-used, as experience 
has shown that they are not ruptured by the are nor do 
they absorb any great quantity of the melted lead or tin 
from the fuse wire. The tendency seems to be for the 
flame from the are to travel along inside the asbestos 
jacket to the ends, by which time it is practically quenched. 
At each end of the cartridge the fuse wire passes through 
a small hole in a brass washer which is also punched 
and tapped for the cap screw which clamps it firmly to 
the end cap. The fuse wire, after being passed through 
the small hole in the disk, is bent over so that it lies flat 
between the washer and the cap, and the clamping pressure 
exerted by the cap screw furnishes ample contact surface 
between the wire and the end cap. 

The small hole in the brass washer is the foolproof 
feature of the fuse, as this is only just large enough to 
permit the insertion of the largest size of fuse wire proper 
for that particular standard fuse. 

The knife-blade type of fuse depends upon a somewhat 
similar device for its assembling. Instead of brass wash- 
ers which clamp the fuse wire to the end caps of the 
ferrule fuse, the knife-blade type has a pair of spring 
pieces at each end which squeeze the ribbon fuse wire 
between them. As shown in the cut, these spring pieces 
are slipped into the end of the fiber tube with the ribbon 
fuse wire between them. The brass cap, to which the blade 
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is riveted, is then forced over the end of the tube and 
over the ends of the springs outside of the tube. The 
spring in the metal furnishes enough pressure for proper 
contact on the fuse wire. The brass caps are accurately 
grooved so as to to guide the outside ends of the springs, 
and this guiding makes it practically impossible to set the 
spring pieces in the tube in any way to permit failure in 
the grip on the ribbon. If a ribbon of too large a size 
is placed in the fuse, owing to ignorance or a desire to 
increase the capacity, the lugs shown on each of the spring 
pieces will either hold the springs off the center line of 
the fuse or else will bear on the fuse ribbon and hold 
the spring out from its normal position. In either case 
it becomes almost impossible to force the end caps into 
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place because of the failure of the spring pieces to align, 
under such circumstances, with grooves in the end caps. 
The other details of the initeblade type are similar to 
those of the ferrule type previously described. Provision 
for the escape of the gases formed by the arc is made 
by placing one or more holes in the side of the fuse body. 
These are covered by paper pasted over them, and the 
puncturing of this paper is used as the indication that a 
fuse has blown out. If desired, the woven asbestos jackets 
can be replaced by several turns of sheet asbestos held in 
a roll by a rubber band. 

The manufacturers report that these fuses can be re- 
filled at a total cost ranging from a fraction of a cent to 
15 cents each, depending upon the size. The sales agency 
for all countries for these fuses has been taken by the 
Ackley Brake & Supply Company. 


IMPROVED GIANT STRAIN INSULATOR 


The giant strain insulator shéwn in the illustration has 
been designed with a view to m@intaining permanently its 
high insulation resistance and exceptional mechanical 
strength. 

The two metal parts are insulated from one another by 
layers of sheet mica, each sheet having sufficient dielectric 
strength to withstand the potential for which the insulator 
is designed. The malleable-iron cuv casting is crimped over 
the stud casting by a pressure of 40 tons, making an abso- 
lutely rigid insulated joint. Any movement of the parts is 
thus prevented when the insulator is subjected to tension 
or temperature changes, and the mechanical strength of 
the insulator is limited only by the strength of the malle- 


Giant Strain Insulator 


able-iron eyes or clevises, which are designed liberally so 
as to withstand the severest service conditions. 

A non-absorbent insulating compound is then molded over 
the entire insulated joint, making it waterproof. Owing to 
the rigid joint, this molded insulation is subjected to no 
mechanical strains. Its exterior surface is so formed that 
it provides ample creepage surface and effectually prevents 
a continuous film of moisture from forming between metal 
parts. The metal parts are sherardized. 

Every insulator is tested mechanically at one-half its ulti- 
mate strength, the 2-in, size at a tension of 2500 lb. and the 
25g-in. size at a tension of 4000 Ib. Both sizes are sub- 
jected to an a.c. potential test of 5000 volts for five seconds. 

This insulator is manufactured by the General Electric 
Company. 


A paper by Edward D. Dreyfus, of Pittsburgh, entitled 
“New Dev elopments in Steam Turbine Engineering,” was 
read on Monday, March 4, before the Western Society of 
Engineers, Chicago, Ill. The author discussed in detail the 
structural features of turbines as large as 20,000 kw and as 
small as 1 kw or even less, thereby covering the range from 
the largest power plant turbine to the smallest train light- 
ing set. He also discussed the extension of the utility of 
the turbine for auxiliary service, such as excitation sets. 
condenser, air and circulating pump drive, centrifugal 
condenser, air and circulating pump drive, boiler feed units 
and turbine-driven compressors or blowers. 


Marcu 16, 1912.] 
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News of Electric Railways 


Subway Application Before Philadelphia Councils 


_The following resolution was adopted by the Common 
Council of Philadelphia, Pa.. on March 7, 1912, when the 
ordinance of the Philadelphia & Suburban Elevated Rail- 
Way came up for consideration: ‘Whereas the ordinance 
now pending for the building of a subway with elevated 
spurs, if passed, will place in the possession of private cap- 
italists a valuable franchise, which from the experience of 
many cities should be retained by the city for the use of 
the whole people, permitting, if possible, more than one 
company to use said subway; 

“And whereas at the election held in November last a 
constitutional amendment was adopted under the supp osi- 
tion that it would permit the city of Philadelphia to borrow 
money in order to construct a subway to be owned and 
leased by the city; ; 

“And whereas before any steps can be taken to take ad- 
vantage of the provisions of the said constitutional amend- 
ment an estimate of the cost of building such subways must 
be made; therefore, 

“Resolved, by the Select and Common Councils of the 
city of Philadelphia, That the Mayor be requested to have 
prepared and send to Councils at the earliest practical 
moment an estimate of the cost of, first, a two-track or 
four-track subway under Broad Street from City Hall to 
Olney Avenue; second, a one-track or two-track subway 
under Arch Street from Broad to Sixteenth Street, Six- 
teenth Street from Arch to Walnut Street, Walnut Street 
from Sixteenth to Twelfth Street, Twelfth Street from Wal- 
nut to Arch Street, and Arch Street from Twelfth to Broad 
Street; third, a two-track subway under Broad Street from 
City Hall to League Island Park; fourth, a two-track sub- 
way under Lehigh Avenue from Broad Street to Kensing- 
ton Avenue.” 

When the matter came before the Select Council a resolu- 
tion was adopted postponing action in regard to the fran- 
chise and instructing the clerk to interview the Mayor and 
obtain his opinion so as to report at the next meeting. 

Robert Kelso Cassatt, president of the Philadelphia & 
Suburban Elevated Railway, Philadelphia, Pa., has issued 
the following statement in regard to the plans of the com- 
pany: 

“Experts of the Philadelphia & Suburban Elevated Rail- 
way figure that the lines as planned will produce a certain 
amount of traffic, and this traffic will be the same whether 
subway or elevated railroads are built. This traffic, multi- 
plied by the fare, 5 cents, will produce as a result the ap- 
proximate revenue to be derived from the line. It may be 
explained that there are pretty well established rules to 
compute expenses from estimated traffic, and thus the com- 
pany has been able to reach a figure which it believes will 
he the approximate net income from operating a subway- 
elevated line. : 

“Purely as an illustration, the estimated cost and possi- 
bilities of profit in a hypothetical 5-mile subway which 
counts upon 40,000,000 passengers annually would be reached 
in this way: The number of passengers per year, multiplied 
by 5 cents, the rate of fare, would make the gross income 
from the subway about $2,000,000 per year. Of this, $1,000,- 
000 would go for operating expense, if the road were to be 
operated in a good way. 

“The experts of the company figured that the cost fora 
subway would be about $2,750,000 per mile, or in the case 
of the hypothetical subway 5 miles long, $13,750,000. Of 
this, 2 per cent for depreciation each year would be $275,000, 
and 6 per cent interest on bonds and sinking fund charges, 
$825,000, a total of $1,100,000 to be paid out of the annual 
net revenue above operating expenses. As this revenue 
has been computed at $1,000,000, a 5-mile subway would be 
impracticable, as it would mean a loss of $100,000. 

“In its investigation of the cost of building a Broad 
Street subway the company found that it must shorten the 
subway and eke the system out with elevated extensions 
and branches to make it pay. Thus the present length of 
the proposed Broad Street system was decided by the com- 


pany. 


“Ifa mile or even a half-mile of subway were to be added 
to the system, the capitalists prepared to finance the pres- 
ent plan would undoubtedly withdraw. The planned sub- 
way from Filbert Street to York Street is the largest pro- 
portion of subway to the whole system that the expected 
trafhe will support. Every mile of subway would increase 
the cost over the elevated construction now projected 
$1,500,000 to $2,000,000. 

“We could not get capital to consider this proposition 
until we had reached the point where we are now. If any 
one can convinee us that the traffie will yield a larger return 
on the investment the company will be content to increase 
the length of the subway. 

“The company feels that it is not fair to compare Phila- 
delphia with New York or any other city when it comes to 
subways, as conditions are radically different elsewhere. 
Even in Boston, with a large subway, the length of the 
subway is only one-fourth or one-third the total length of 
the elevated structure.” 


Arbitration of Schedules Demanded in Cleveland 


The employees of the Cleveland (Ohio) Railway have de- 
manded arbitration in connection with the subject of the 
schedule on Superior Avenue and have selected a member 
of the proposed board to act for them. Street Railway 
Commissioner Peter Witt asserts that it is for the men and 
the company to settle the matter, although he made the 
schedule against the protest of the operating officials of the 
company. 

Dr. Elroy M. Avery, retired educator, lecturer and author, 
is to represent the men on the board of arbitration. Dr. 
Avery acted for the men in the wage dispute some time 
ago. The announcement of the appointment of Dr. Avery 
followed a conference with J. J. Stanley, president of the 
Cleveland Railway, at which he was requested to submit 


the matter to arbitration. 


On March 8 Mr. Stanley announced that he wished Mr. 
Witt to act on the board for the company. In his letter 
to Mr. Witt Mr. Stanley stated that, as Mr. Witt is the 
author of the schedule about which the men are complain- 
ing and as the schedule was approved by Council on his 
recommendation, he should defend the schedule and present 
such evidence and data as he has accumulated on the opera- 
tion of cars under the new scheme. 

Mr. Witt declined to serve as an arbitrator, stating that 
he would be sitting in judgment on his own act. He said 
that the trouble between the company and its men should 
be settled by the interested parties. Mr. Stanley expressed 
regret that Mr. Witt had seen fit to decline, but said that he 
would name any one that the city or Mr. Witt would sug- 
gest. He said that he had the appointment of A. B. duPont . 
in mind, but would delay making any announcement until 
a little later. Commissioner Witt would make no sugges- 
tions. The representatives of the men assert that the crews 
which operate cars on Superior Avenue have done their best 
to comply with the conditions of the new schedule. 

The City Council on Feb. 4, 1912, failed to act upon the 
request of the Cleveland Railway for an increase in operat- 
ing allowance. Mr. Witt advised the Council that an in- 
crease was not necessary and that the application should be 
denied. Councilman Haserodt offered a resolution formally 
refusing to make an increase and this was referred to the 
committee. The company will probably ask for arbitration 
as soon as the Council formally refuses the application. 

The Council has approved the purchase of 100 trailers by 
a vote of twenty-seven to five. Commissioner Witt asserted 
that the use of these cars would relieve the situation mate- 
rially. Action was also taken to resume the use of reissu- 
able tickets and to establish loops in several places to re- 
lieve congestion during the rush hours. Mr. Stanley is not 
in favor of using the metal disks that the Council has pro- 
vided. He stated that they would be more costly than the 
paper tickets. The metal disks were not popular in Cleve- 
land when used during the time that the property of the 
Cleveland Railway was being operated by the Municipal 
Traction Company. 
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In an address before the Cleveland Advertising Club 
Commissioner Witt expressed the opinion that operation of 
cars could be improved by having passengers enter at the 
front door and pay as they leave at the rear. He said that 
smoking might even be allowed on the rear platform under 
these conditions. Mr. Witt asserted that the lines cannot 
be operated without co-operation between the public and 
the company. Reference was made to bunching cars on 
Superior Avenue. 


Plan to Continue Low-Fare Period in Toledo 


As the result of an injury received by Attorney Rathbun 
Fuller, who has been representing the Toledo Railways & 
Light Company, Toledo, Ohio, in the negotiations of the 
company with the city, the conferences on the franchise 
were adjourned for the week commencing March 4, 1912. 

On March 7 F. R. Coates, president of the Toledo Rail- 
ways & Light Company, sent a communication to Mayor 
Brand Whitlock in which he offered to continue the low 
fare in force to May 1. As originally arranged the period 
is to end on April 1. Mr. Coates said that conditions in 
January were such that it was hardly a fair test and ex- 
pressed the opinion that it would be well to extend the time 
so that the full three months would be included. 


Pittsburgh Subway Ordinance Revamped 


The bill to provide for the construction of a subway 
system in Pittsburgh, Pa., has again been revamped by the 
board of directors of the Chamber of Commerce and will 
come up for action at a special meeting of the Chamber on 
the evening of March 21. The ordinance includes among 
its chief provisions a maximum fare of 5 cents for a con- 
tinuous ride. Briefly summarized, the bill, which provides 
for the consent of the city to the construction by a com- 
pany of a two-track underground electric railway, comprises 
the following provisions: 

The ordinance is not to be operative until a general plan 
of the proposed subway is approved by Council, as well as 
the financial responsibility of the company. A board of 


supervising engineers is to consist of one appointee by the . 


Mayor and Council, another by the company, and the third 
by the Court of Common Pleas, empowered to employ 
assistance; salary and expenses to be defrayed by the 
company. The company is to file with the city comptroller 
acceptance of the ordinance within thirty days after ap- 
proval, together with a bond for $100,000 to guarantee 
preparation and filing of detail plans. On approval of 
detail plans by the board of supervising engineers, the com- 
pany within three months is to file with the comptroller a 
bond of $250,000 to guarantee the commencement of con- 
struction within sixty days and completion and equipment 
of railway ready for operation within four years after the 
commencement of construction. The company is to pre- 
pare detail plans and specifications of the work of first con- 
struction and submit them to the board of supervising 
engineers not later than twelve months after its acceptance 
of the ordinance. The plans for the construction of the 
railway and all important contracts for the work are to be 
approved by the board before any action is taken by the 
company. All matters affecting or touching the operation 
of the railway or the administration of the affairs of the 
company are to be subject to the inspection and approval 
of the board of supervising engineers. 

From five years after the railway begins operating and 
for five years thereafter the company is to pay to the city 
quarterly a sum equal to 1 per cent of the gross receipts 
from fares and other sources. For the next five years the 
company is to pay to the city 2 per cent of the said gross 
receipts and 1 per cent additional during each successive 
five-year period; so that, beginning twenty-five years after 
the commencement of operations, the company shall pay 
to the city a sum equal to 5 per cent of its gross receipts. 
and it shall thereafter pay to the city quarterly the said 
sum unless and until the city shall elect to purchase the 
subway. The company’s construction account is not to 
include any value for the franchise. For the cost of con- 
struction and equipment the company shall issue bonds to 
an amount not over 75 per cent of cost, the city to have the 
right to purchase the works and equipment after twenty- 
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five years. The company is to make reasonable traffic and 
trackage arrangements or interchange transfers with other 
carriers of passengers when applied for by them, under 
supervision of the board. The company is not to grant, 
convey, lease or assign or transfer the franchises granted 
without the consent and approval of the city of Pittsburgh. 

The City Council of Pittsburgh on March 5 adopted a 
resolution asking the State Railroad Commission to inquire 
into the manner in which the Pittsburgh Railways has com- 
plied with the commission’s recommendations for improved 
service. The petition from the Council will be taken 
up by the State Railroad Commission on March 19. The 
resolution requested the commission to inform the Council 
of the findings within sixty days. 


Special Message on Public Utilities in Massachusetts 


Governor Eugene N. Foss of Massachusetts has sent a 
special message to the Legislature on public utilities, in 
which he says: 

“T feel very strongly that the General Court can per- 
form no more important work this session for the people 
of this commonwealth than to provide for more efficient 
regulation of all of our public utilities. It is recognized 
by almost everybody to-day that we must have effective 
regulation of the public utilities by sufficient law vigorously 
enforced by a powerful commission. The people through- 
out the country without regard to party are fighting for 
better control of the public services with full appreciation 
of its overshadowing importance. The whole country is 
aroused to the necessity of having stricter regulation of 
those corporations which are affected with a public interest. 
The spirit of our present age demands that these great 
enterprises shall be conducted in accordance with the re- 
quirements of society. The present program of organized 
society is to see to it that these corporations shall not be 
free to exploit those who look to them to fill their needs. 

“There is now fortunately a general assent to state con- 
trol of the public service companies. Two ways only can 
be found to exercise such control. One way is government 
ownership and operation of these services. The other way 
is the control of the rates and practices of the utilities for 
the public good. One or the other of these methods must 
be finally adopted. Regulation is still on trial, and it be- 
hooves us all to see to it that it is so thoroughly worked 
out that we shall not be driven perforce to ownership. The 
time has come when extension of the law and enforcement 
of it should be the avowed attitude of all persons who wish 
the perpetuation of present conditions. 

“In the early days, Massachusetts led the way in the 
regulation of the railroad by commission; but of late Massa- 
chusetts has seen most of the progressive states of the 
country passing her by. She should adopt the newer 
method of regulation by a centralized commission, now 
that it has been sufficiently tried out in so many states, 
if she is to maintain her former leadership in the control 
of businesses which are affected with a public interest. It 
is a matter of notoriety that the people of Massachusetts 
are not being protected so well in this respect as the citi- 
zens of other states. The special commission is a thing 
of the past in public service regulation; and it is time that 
Massachusetts realized that fact.” 


New York Commission Approves Conditionally New Sub- 
way Offer. 


The Public Service Commission of the First District of 
New York on March 13, 1912, conditionally approved the 
offer of the Interborough Rapid Transit Company to con- 
struct new rapid transit lines in Greater New York, and 
placed the offer before the Board of Estimate and Appor- 
tionment. The commission made the following statement: 

“The commission must give consideration to propositions 
from companies after they have been presented, as provided 
by law. Consequently, the commission cannot be, and is 
not, foreclosed from accepting a better proposition if it is 
presented in a legal way. The commission believes, how- 
ever, that the present Interborough proposition is so ad- 
vantageous to the city and to the traveling public that every 


proper means should be used to secure it as a part of the 
dual system.” 


Marcu 16, 1912.] 


Commissioners Maltbie and Cram voted against the pro- 
posal. Mr. Maltbie said that he founded his objection on 
the belief that certain provisions in the offer would prove 
to be unconstitutional. He also said that he was not pre- 
pared to overturn the plans made with the Brooklyn Rapid 
Transit Company last July, under which matters have been 
progressing for the past eight months. Commissioner Cram 
said that he believed the main proposition of preferential 
payments by the city to be unconstitutional. Other condi- 
tions of the offer he considered unstatutory. 

Chairman Willcox of the commission admitted that there 
would have to be legislation to make the final adoption of 
the offer, as it stands, possible. He added that if the prefer- 
ential payments to the Interborough Rapid Transit Com- 
pany were unconstitutional the same provisions with regard 
to the Brooklyn Rapid Transit Company’s proposition were 
unconstitutional. Mr. Willcox is quoted as follows: 

“It is the duty of the Board of Estimate to test these 
questions in the courts. We are merely signifying our opin- 
ion that, if it can be adepted, the offer will be of great bene- 
fit to the city.” 

Under the “dual system” of subways proposed by the com- 
mission, the total construction cost would be $216,000,000. 


Investigation of Municipal Ownership Considered to Be 
Inopportune.—The committee of the City Council of Los 
Angeles, Cal., to which was referred the resolution calling 
for an investigation as to the advisability of the city taking 
over the property of the local street railway in Los 
Angeles reports that the matter is “inopportune” and might 
injure the sale of city water works bonds. 


Addition to Staff of “Public Service Regulation.”—Frank- 
lin H. Reed has severed his editorial connection with 
Telephony and joined the organization of the Traffic Service 
Bureau, of Chicago and Washington, and will devote his 
time to the development of the Traffic Service Bureau’s 
paper, Public Service Regulation, the official journal of the 
National Association of Railway Commissioners. 


Decision in Suit in Regard to Tax on Receipts.—Judge 
Prather, of Crawford County, has decided that the borough 
of Sharon is not entitled to 3 per cent of the gross receipts 
of the entire Sharon & Wheatland Street Railway,.as was 
claimed under the terms of the franchise, but only to 3 
per cent of the gross receipts on that part of the line within 
the borough limits at the time the ordinance was passed. 

Subway Ordinance Introduced in Detroit Council—Alder- 
man Lodge has introduced in the Council of Detroit, Mich., 
a resolution calling upon the Council to take steps toward 
authorizing the construction of a subway system under 
Woodward, Gratiot, Michigan and possibly Jefferson and 
Grand River Avenues, to be municipally owned and oper- 
ated. The resolution has been referred to the committee 
of the Council on public utilities. 

City Engineer to Direct San Francisco Municipal Line.— 
The control and direction of the reconstruction of the 
Geary Street, Park & Ocean Railroad, San Francisco, Cal., 
as a municipal property has been placed in charge of the 
Bureau of Engineering of the Board of Public Works, fol- 
lowing a conference between the Commissioners and Mayor 
Rolph. Engineer Larned, who had been in charge of the 
work since the retirement of Patrick Broderick, was direct- 
ed to turn over all tools, plans, etc., in his possession to 
the city engineer. 

Contract for Additional Power in Philadelphia—The 
Philadelphia (Pa.) Rapid Transit Company has closed a 
contract with the Philadelphia Electric Company, covering 
an extension of the present contract for electrical energy 
in the city of Philadelphia from 8000 kw to 15,000 kw, to be 
delivered by Nov. 15, 1912, and an additional 5000 kw to be 
delivered in 1913, making a total of 20,000 kw in the central 
district of the city; also for 5000 kw to be furnished in the 
outlying districts for 1913; also a contract for 1200 kw 
to be furnished in Delaware County this year. 

Chairman of Entertainment Committee of A. E. R. M. A. 
Appointed.—Thomas Farmer, Jr., district manager In New 
York of the Consolidated Car Heating Company, Albany, 
N. Y., has been appointed chairman of the entertainment 
committee of the American Electric Railway Manufacturers 
Association in charge of the entertainment at the conven- 
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tion of the American Electric Railway Association to be 
held in Chicago next October. Mr. Farmer will act under 
the direction of Cornell S. Hawley, vice-president of the 


American Electric Railway Manufacturers Association in 
charge of entertainment. 


Public Service Commission of Maryland Scored by Legis- 
lators.—The Maryland House of Delegates on March (@) 
To12, unanimously voted to adopt the report of Chairman 
Dawkins of the corporation committee criticising the con- 
duct of the Maryland Public Service Commission, The 
conclusions of the committee follow: “From the informa- 
tion which this committee has been able to obtain it reports 
that it is unable to find any material relief the public has 
received from the Public Service Commission during the 
eighteen months of its existence. The committee believes 
that this is due, not to the law nor to the act creating the 
Public Service Commission, but to the narrow interpreta- 
tion placed upon that act.” 


Permanent Exposition of Railway Supplies in Chicago.— 
A permanent manufacturers’ exhibit of railway supplies and 
equipment has been established in the Karpen Building, 
900-910 South Michigan Boulevard, Chicago, Ill, which 
covers the entire twelfth floor of the building, containing 
more than 26,000 sq. ft., divided into booths of various sizes. 
It is intended to make this exhibit the headquarters of visit- 
ing railway men, and assembly and committee rooms are at 
the disposal of railway organizations for meeting and con- 
vention purposes. A special week of entertainment has been 
arranged for the opening of the exposition from March 16 to 
March 23, inclusive, and 30,000 invitations to the opening 
have been sent to railroad men in the United States, Canada 
and Mexico. 


New Franchise in Quincy, Ill.—The Quincy Horse Rail- 
way & Carrying Company, Quincy, IIl., one of the McKinley 
properties, has accepted a new twenty-year franchise which 
was passed by the City Council on Jan. 26, 1912. The ques- 
tion of a new grant has been before the Council for about 
two years. The ordinance provides that after three years 
the company may replace its present equipment with the 
near-side car, but until this is done the cars run through 
the business district, which are now operated with one man, 
must be furnished with both a motorman and a conductor. 
The rate of fare has been changed from the flat 5-cent basis 
to six tickets for 25 cents. School children will be carried 
on tickets which may be purchased at the rate of forty for 
$1. The city is also to receive 2 per cent of the gross earn- 
ings. The company is to change its corporate name from 
the Quincy Horse Railway & Carrying Company to the 
Quincy Railway Company. 

Ontario Railway Act Amended.—The Ontario Parliament 
has given cities authority to build railway lines where 
corporations decline to make extensions. The following 
is the section of the amendment referred to:. “Where, 
under the provision of an agreement between a municipal 
corporation and a street railway or any other person from 
whom a street company has derived its title, the corporation 
has become, or shall hereafter become, entitled to grant te 
another company or person the right to construct and oper- 
ate a street railway on any street or part of a street upon 
which such first-mentioned company was authorized or 
empowered to construct or operate its railway or any part 
of it, by reason of the failure of such company to construct 
and operate or to operate its railway thereon, such corpo- 
ration, instead of granting such right to another company 
or person, may itself construct, operate and maintain a 
railway either as a separate and distinct line of railway, 
or as part of any other railway which, such corporation 
owns or operates or has power to construct and operate.” 


Municipal Ownership in Tokyo, Japan.—The imperial 
Japanese government on Feb. 13, 1912, sanctioned a loan 
of approximately $50,000,000 at 5 per cent by the city of 
Tokyo, about $32,000,000 of the proceeds to be applied in 
payment of the purchase price of the electric tramway and 
electric lighting undertakings acquired from the Tokyo 
Railway Company, Ltd., as from Aug. I, 1011, and the bal- 
ance to be applied to extend these properties. The bonds 
were offered for subscription in denominations of $100, 
$500 and $1000, $10,000,000 through Kuhn, Loeb & Com- 
pany, New York, N. Y., $15,875,000 in London, and approxi- 
mately $20,000,000 in Paris. It is understood that the bonds 
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offered in the United States and France were all sub- 
scribed, but that the English underwriters were required to 
take more than half their allotment themselves. The prin- 
cipal and interest are specially secured by a first charge 
upon the annual net revenues of the electric tramways and 
electric lighting undertakings, and also secured by a gen- 
eral charge upon all the other revenues of the city, except 
as regards a special charge of $500,000 per annum consti- 
tuted in favor of a loan made in 1906 and secured upon 
certain of these revenues. The loan will be redeemed on 
or before Sept. 1, 1952, by means of an accumulative sink- 
ing fund of 1 per cont per annum, beginning in 1916, to 
be applied annually to the purchase of bonds when the 
price is under par, and when at or above par to drawings 
at par. The municipality, however, reserves to itself the 
right any time after ten years from issue, on six months’ 
notice, to repay, at par, the amount outstanding or any 
portion of the amount outstanding, such partial redemp- 
tion to be effected by drawings. 


LEGISLATION AFFECTING ELECTRIC RAILWAYS 


KENTUCKY 

The Kentucky Legislature at Frankfort has killed the bill 
introduced a short time ago to prohibit the issuance of 
passes by any steam or electric railroad in the State to any 
person, firm or corporation. Twenty-four years ago the 
General Assembly passed an act making it unlawful for any 
railway to provide passes, but no penalty for violation of 
the ruling was provided. Governor McCreary has approved 
the suggestion recently offered by the Senate, that the 
commonwealth aid in securing an extension of street rail- 
way facilities from Frankfort to the new capitol in the 
suburbs. A Senate committee has been appointed by the 
Governor to arrange with the officers of the Kentucky Trac- 
tion & Terminal Company for this improvement. The State 
has offered to defray the expense of construction, provided 
the cost does not exceed $1,000. 

The Kentucky State Senate on Feb. 27, 1912, adopted 
resolution introduced by Senator Coburn calling upon 
Auditor Bosworth for information as to the method and 
amounts of assessments of street railways and interurban 
railways in Kenton and Campbell Counties. In the 
House Representative Niles introduced a resolution asking 
Auditor Bosworth to report in regard to the manner of 
taxing and the amount of taxes paid by all public service 
corporations in the State. Senator Thomas introduced a 
similar resolution in the Senate. The Legislature will prob- 
ably endeavor to formulate some equitable plan of taxation. 


MASSACHUSETTS 


Governor Foss has sent a special message to the Legis- 
lature accompanied by a bill designed to revise the means 
of public utility regulation within the State. An abstract 
of the message is published elsewhere in this issue. The 
bill proposed by the Governor is first of all devoted to a 
consolidation of the different commissions which now ex- 
ercise a divided supervision over public service companies. 
In this consolidation it is planned to have the Gas and 
Electric Light Commission and the Railroad Commission 
disappear as entities, while the special powers of the High- 
way Commission over telephone and telegraph companies 
are also withdrawn from that board. In place of the 
present organizations the bill provides for a single board 
of five members, wide discretion being left to the commis- 
sioners in the organization of their force. The Governor 
advocates the filing of all rates and schedules of charges 
for public inspection as a protection against discrimina- 
tion, and argues against the assumption of managerial 
powers by regulating commissions. The bill is planned to 
give the commission the power of inspection to have the 
companies file their rates, to give the board power to order 
the reduction of particular rates, and to subject the facil- 
ities provided by the companies to general jurisdiction. 
The Governor contends that practically every feature of the 
bill is already a part of some of the commission practice 
of the State. Electrification of all the railroads which enter 
Boston is provided for in a mandatory bill reported on 
March 15, 1912, by the committee on railroads. The rail- 
roads, under the bill reported by the committee, have until 
1920 to complete the change in motive power. 
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Financial and Corporate 


Stock and Money Markets 


Marchinig oi: 


During the first two hours of trading on the New York 
Exchange the market for securities displayed general firm- 
ness and continued steady until late in the afternoon when 
the refusal of the coal operators to meet the demands of 
the miners was made public. Then prices declined, but re- 
covered again before the close. Rates in the money market 
were: Call, 234@2% per cent; sixty days, 3@3% per cent; 
ninety days, 344@3™% per cent. 

In the Philadelphia market trading in local issues was 
without feature. Bonds were dull. The two Lehigh Valley 
Transit issues, however, reached new high levels. 

In the Chicago market there were considerable sales of 
Chicago Railways first mortgage 5’s and Commonwealth 
Edison 5’s. The transactions in stocks were limited except 
for a few industrial issues. 

In the Boston market activity was centered almost en- 
tirely in arbitrage stocks, with Sugar the feature. The tone 
of the market was firm but there was very little disposition 
to trade. 

In the Baltimore market sales were recorded of Augusta 
& Aiken preferred and Norfolk Railway & Light stock. 

Quotations of traction and manufacturing securities as 
compared with last week follow: : 


Mar. 6, Mar. 13. 


American Brake Shoe & Foundry (common)........ a95y% a95% 
American Brake Shoe & Foundry (preferred)....... al35 al34% 
American Cities Company (common).............. *2934 293% 
American Cities Company (preferred)..-........... *80% 80% 
American Light & Traction Company (common)..... a302 302 
American Light & Traction Company (preferred)....al09 109 
Aritenican Railways Cogipaty  o000 2s nawdsce s a0cSie ee a4434 a4434 
Aurora, Elgin & Chicago Railroad (common)....... a43 a44 
Aurora, Elgin & Chicago Railroad (preferred)...... a86%4 a87 4 
Boston ‘Elevated Railway-.is.<.0 ceases ceus wae oe a emloe al33 
Boston Suburban Electric Companies (common).... al5 al5 
Boston Suburban Electric Companies (preferred)..... a77¥% a77% 
Boston & Worcester Electric Companies (common).. al2™% al3 
Boston & Worcester Electric Companies (preferred)... a56 a56 
Brooklyn Rapid Transit Company................... 807% 79% 
Capital Traction Company, Washington............. al23% al26™% 
Chreago. (City “Railway 2s. s.. 2a). «csc ome eee anes al90 al90 
Ckicago Elevated Railways (common)...........--.. a35 a35 
Chicago Elevated Railways (preferred)............. a94 ao4 
Chiearo Raslways, ptepte., eth. discus... saa... .een ene al00 al00 
Chicago Railways, ptepte:. Cth. . Panccee  vees os Coe a34 a34 
Chicago Railways, picpte, eth. gave eee. ans Sees a93@ aX% 
Chicago: Railways, pitcpt#, Gis! ccceac> = san caer a5l4 a5l4 
Ciricinnati Street. Railway /..... > does sence ten oeeen al3l al3l 
Cleveland: JRatkwayo si. cwae 0 ane Geek bse eee eee al05% al05% 
Cleveland, Southwestern & Columbus Ry. (common).. 434 "43, 
Cleveland, Southwestern & Columbus Ry. (preferred). 33 "se 
Columbus Railway & Light Company................ a85 as5 
Columbus “Railway (common) sac cowvs oe edss eee euee 80 a&80 
Columbus, Railway (preferred). caasueeees at cecukes ee 92% a92% 
Dayton Street Railway (common)................... a25 a25 
‘Dayton Street Railway (preferred)..................al01 al00 
Denver & Northwestern Railway.............<«0.-+.d135 135 
Hetroit United “Railway... . deen eewenacceoen a70 a70 
General. Bléctric (Company ©. scsaucsepeanten «sic 163% al65 
Georgia Railway & Electric Company (common)....al65_ al66 
Georgia Railway & Electric Company (preferred).... a87% a87% 
Interborough Metropolitan Company (common)...... 17% 18% 
Interborough Metropolitan Company (preferred)..... 5714 57% 
International Traction ( company, 4% bonds, rets..... 75 “75 
Indiana Union Traction C OMPADY wwe vewedvenses vey» al0% "104% 
Kansas City Railway & Light Company (common)... a22° a20 
Kansas City Railway & Light Company (preferred). - a5034 a514% 
Lake Shore Electric Railway (common)............. a6™% 6% 
Lake Shore Flectric Railway (1st preferred)........ a90 90° 
Lake Shore Electric Railway (2d preferred)........ a22™% 22% 
Manhattan. Railwao™ Cesc ielhe cate eke eri sis t,o te mule .al38i4 13834 
Massachusetts Electric Companies (common)........ a21% a2liz 
Massachusetts Electric Companies (preferred)....... a97 0634 
Milwaukee Electric Railway & Light (preferred).... 105 105 
Norfolk Railway & Light Company, < spsiet oc < tcct sins a27 27 
North American Comipany 5<.7sckcesueebet cen fee a79% a803% 
Northern Ohio Light & Traction Company (common). a57% a58 
Northern Ohio Light & Traction C ompany (preferred) .al01 7 al0l 
Philadelphia ¢ “ompé any, Pittsburgh (preferre CO dake a a5334 : a55t% 
Philadelphia Company, Pittsburgh (common)........ ad4 as4iz 
Philadelphia Rapid Transit ClOmipHni¥ie.s.: ecsuntn onneee a23% a23t4 
Portland Railway, Light & Power Company.......... a71% ; 7114 
Public Service C MEPOTAHON ss . «css ewen as tne ekes al0&™% al08 
seattle Electric Company (common)................. 118 os 18 
Seattle Electric Company (preferred)..............s. 103 “103 
Third Avenue Railway, New  VOrikh oensenis vce cemetem a44 4336 
Toledo Railways & Light Comipati ts eaters A ce oie cree a3 azis 
Twin City Rapid Transit Co., Minneapolis (common). .al08 a106%4 
United Rys, & Electric Company (Baltimore)........ 20 : 2014 
United Rys. Inv. Co. (eoniinon.. tee ccc. Genes a35 : 53 354, 
United Rys. Inv. Co. (preferred) inc dcatoey iA bree 263 6314 
Virginia Railway & Power Company peormpon) 0 we eee a46t a47 . 
Virginia Railway & Power Company (preferred)..... eae a8gsl4 
Washington Ry. & Electric Company (common)...... a74 sf a74 7% 
Washington Ry. & Electric Company (preferred)..... a925% a92t 
Vest End Street Railw ay, Boston (common)........ a8834 a8 : 
West End Street Railway, Boston (preferred)....... al02- 1031 
Westinghouse lec, QeiMitw. (Gis. . caren ie antes manner aT wa 
Westinghouse Elec. & Mfg. Co. (1st pref.)............ al20% al22 


*Last sale. a Asked, 
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ANNUAL REPORT 


American Cities Company 


The first annual report of the 
gives the following income state 
Dece13i, OLE: 


American Cities Company 
ment trom organization to 


Dividends on securities owned 


Interest on bank balances.... a lange eel he eee ne $899,109 
Puterest! Gravis receivable. .......00.c..... 0 ee 61099 
Ee Se ak Ie 7 We We We, eS ay 

‘Total reeeipts ......... "$921.945 

Operating expenses .................. paler oe ee ck ae beep te 

Bee GREINES Twi waco soa Cine a oSs ons cca, “$907 59 
ge ey —— $10,000,000 eight-year 5-6 per cent collateral ‘trust aay 

go OER. ie an's cea ahere ahs e ; 2 
Be Mee GO ta ts 5'a7a click si g\< aie Socte 250,000 


ULE ELLA aly ie te $657 659 
Three per cent dividend on preferred stock.........)/7 707707 615,426 


Surplus $42,233 


An income statement for the combined constituent com- 
panies for the year ended Dee. 31, torr, with a comparison, 
follows: 


: : 1911 1910 Increase 
Gross earnings all sources............$13,303,683 $12,642,269 $661,413 
Operating expenses and taxes......... 7,974,809 7,621,117 353,691 

Net earnings "$5,3 8,874 "$5,021,152 $307,722 
a epee suas alk ota LOSS 8,87 $5,021,152 $307,722 
Interest, _bond discount, sinking funds ‘ a 
MEME EMISEEMAUCOMS coe cee a cea wa ca en 3,007,856 2,944,448 63,407 
Amounts applicable to dividends on : ae 
Re eS, Ue meee uae wo Mag hae sie $2,321,018 $2,076,704 $244,315 


Note.—Maintenance and amortization reserves in excess of the basis 
of predictions of May 15, 1911, of approximately 2 per cent of gross 


earnings are charged to operating expenses since July 1, 1911. 
Gross earnings of the local companies since 1902, with the 
percentages of increase, follow: 


Per Cent 
Increase Over 1902 


Per Cent Increase 
in the Year 


Gross Earnings 
All Sources 


TS See $6,597,807 oe a 
Pseae as aioe 7,319,631 10.9 10.9 
ei See ae 8,010,120 9.4 21.4 
(US eee $8,922,643 11.4 35.2 
Lo ee? ae ee 10,381,708 16.3 57a 
BONED Dasani ds: ates 11,381,908 * 9.6 RS 
eS Pere 11,300,151 —0.7 AES} 
CE ale enicta ic 11,720,661 Fs Be 4 77.6 
LT EE, ee ee 12,642.269 7.9 91.6 
LUT ae eae 13,303,683 5.3 101.6 


George H. Davis. the president, says in his report to the 
stockholders: 

“Except for a comparatively small amoint of money 
received as interest upon loans and cash balances, the in- 
come of the company is derived wholly from the dividends 
declared and paid upon the stocks of the various local com- 
panies. The latter do not pay out their full earnings, and, 
as the undivided surplus earnings of these local companies 
are not taken by your company into its income or assets, 
these two statements do not reflect the full earnings of the 
properties controlled by the American Cities Company, but 
only such portion thereof as actually reaches your com- 
pany through the medium of interest on loans and dividends 
on stocks. Therefore, to make the showing complete, there 
is also given a comparative statement of the combined earn- 
ings of the local companies themselves for the years ended 
Dec. 31, 1910 and I9gI1. 

“Your own company now owns in the aggregate 85.48 
per cent of the preferred and 94.24 per cent of the common 
stock of the following companies: New Orleans Railway & 
Light Company, Birmingham Railway, Light & Power 
Company, Memphis Street Railway Company, Little Rock 
Railway & Electric Company. Knoxville Railway & Light 
Company, Houston Lighting & Power Company, 1905. 

“The gross earnings of local companies in 1911 show an 
increase of about 5.2 per cent as compared with an increase 
in operating expenses and taxes of 4.7 per cent, thus mak- 
ing an increase of 6.1 per cent in net earnings. — 

“The reserve equipment and facilities acquired by the 
properties in previous years in anticipation of future re- 
quirements enabled them to take care of the increase in 
business without as great expenditures for additions as 
would otherwise have been required. In consequence the 
charges for interest, etc., exceeded the corresponding sum 
for 1910 by only 2.1 per cent, leaving an increase in surplus 
applicable to dividends of 11.7 per cent. ; 

“The cities in which the constituent companies of the 
American Cities Company operate are in a strategic sense 
as favorably located as any cities in the United States. 
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They are financial and commercial centres of sections 
unsurpassed by any in the South in resources and present 
development, and what they have done during the last ten 
years in the increase of trade, industry and population will 
be far surpassed during the next ten years. 

Vheir combined population at present 1s 890,000, Every 
advance made by any part of the South will inure to their 
benefit and their combined growth. 

Lhe efficiency of the operating organization of the con- 
Stituent companies has been much improved in the year 
ended Dee. 31, 1911, as is indicated in the individual monthly 
Statements issued, Maintenance and amortization reserves 
in excess of previous years and of predictions of May 15, 
191I, of approximately 2 per cent of gross earnings, have 
been charged to operating expenses since July 1, 1o0n, sand 
with these included in operating expenses for I9II and ex- 
cluded for 1910 the operating ratios of the constituent com- 
panies are as follows: 


. ; 1911 1910 
New ‘Orleans. ite ceuiiosetcnat conn aeteene ien tania Tee 54.3 55.6 
PO Scaratan ohh area Oe cavers ceea. Sto ech neecte Geen a ee sine 51.5 
Wettip lis: -s tvs rack cassandra ot 56.8 
Little’ Teocles Sn ciclo aa panes eee ete RS ee ee ane 47.2 46.5 
Bsancvaliety caiticnvistcercncss teeters acinertea circa Rare anes So a TS 44.0 
BLOW state yah spelt < Ses ah Merete ete ee en 40.3 46.1 

Moe ar ORC T A OTS CERT es aime cece Ott oti ora Byes) 58.0 


“Assuming the same relative maintenance and amortiza- 
tion charges in 1911 as in 1910, the operating ratio in total 
for 1911 would be approximately 51.5 as compared with 53.3 
in 1910. 

“Your company has had no occasion to borrow either to 
finance its own requirements or to assist the local companies. 
The latter have been able to sell bonds for a considerable 
part of their construction requirements and to care for the 
balance thereof out of their undivided surplus earnings. As 
a result, the properties are free from floating indebtedness 
except for some temporary loans carried, pending the sale 
of construction bonds. Your company is itself carrying the 
larger part of these temporary loans.” 


Berkshire Street Railway, Pittsfield, Mass.——The Board 
of Railroad Commissioners has approved the petition of 
the Vermont Company that it lease its property, privileges 
and franchise to the Berkshire Street Railway for a term 
of ninety-nine years from Feb. I, 1912. 


Brantford (Ont.) Street Railway.—The National Trust 
Company, Toronto, Ont., has applied for a receiver for 
the Brantford Street Railway, which has defaulted in the 
payment of the interest on the bonds for which the National 
Trust Company is trustee. The seizure of certain property 
of the Brantford Street Railway by the city tax collector to 
secure the payment of taxes alleged to be due to the city 
was referred to in the Erecrric RaAtbway JouRNAL of March 
2, 1912, page 360. 

Chicago & Interurban Traction Company, Chicago, Ill.— 
The Chicago & Interurban Traction Company took over on 
March 2, 1912, that portion of the Chicago & Southern 
Traction Company’s property between Kankakee, the pres- 
ent southern terminus of the line, and 111th Street, Chicago. 
Under a traffic arrangement with the Chicago City Railway,. 
which recently purchased that part of the Chicago & South- 
ern Traction Company’s property within the city limits of 
Chicago, interurban cars will be run to a terminus on Har- 
rison Street between State Street and Dearborn Street, as 
soon as the necessary operating details can be worked out. 
As noted in the Errecrric Ramway JourNAL of Feb. 24, 1912, 
page 325, the Chicago & Interurban Traction Company was 
incorporated recently with a capital stock of $1,000,000. 

Citizens’ Traction Company, Oil City, Pa.—The officers of 
the Citizens’ Traction Company have all been re-elected. 
The follawing directors have recently been added to the 
board: Joseph B. Mayer, New York; Charles Day, George 
H. Frazier, Charles Welsh, J. E. Zimmerman and John S. 
Newbold, Philadelphia. 

Columbus, Urbana & Western Electric Railway, Colum- 
bus, Ohio.—On the application of the Columbus Railway & 
Light Company L. P. Stephens has been appointed receiver 
of the Columbus, Urbana & Western Electric Railway. 

Coney Island & Brooklyn Railroad, Brooklyn, N. Y.— 
George H. Prentice & Company, New York, N. Y., and 
Brooklyn, N. Y., have sent to all the stockholders of the 
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Coney Island & Brooklyn Railroad a letter stating that they 
have acquired 12,000 shares of the 30,000 shares of stock of 
the Coney Island & Brooklyn Railroad at $75 a share and 
that the stock will be delivered on March 21. The 
stock which they have purchased was part of the estate 
of the late Henry B. Hyde, founder of the Equitable Life 
Assurance Company. In their letter Prentice & Company 
say: “In making this sale to us the Hyde interests stipu- 
lated that we should give the same opportunity to all 
other stockholders to sell at the same price, and we there- 
fore make the same offer to purchase your stock at $75 a 
share, to be delivered on March 21, 1912.” Prentice & Com- 
pany have declined to make public the identity of the 
principal for whom they are acting. President T. S. Wil- 
liams of the Brooklyn Rapid Transit Company denies a 
report that the company had acquired the Coney Island & 
Brooklyn stock. 

Electric Bond & Share Company, New York, N. Y.— 
Alexander J. Hemphill, president of the Guaranty Trust 
Company, New York, N. Y., and E. W. Hill, treasurer of 
the Electric Bond & Share Company, have been elected 
directors of the Electric Bond & Share Company to suc- 
ceed George B. Moffatt and A. M. Young, both deceased. 

Fort Wayne & Northern Indiana Traction Company, 
Fort Wayne, Ind—The following new directors were 
elected at the annual meeting of the Fort Wayne & North- 
ern Indiana Traction Company on March 6, 1912: Robert 
I. Todd, Indianapolis; U. J. Pritchard, Boston; Henry 
Rainey, Philadelphia; Marshall F, Morgan, Philadelphia. 
The old directors, eleven in number, were re-elected. 


Havana (Cuba) Electric Railway.—Speyer & Company, 
New York, N. Y., have notified the holders of the preferred 
and the common stock of the Havana Electric Railway and 
the holders of the stock of the Compafiia de Gas y Electri- 
cidad de la Habana that they have agreed to act as the 
depositaries of the stock of the two companies under the 
merger plan “at the request of the holders of a large 
“amount of the stock of each of these companies.” It is 
proposed to organize a holding company which will control 
the properties pending their actual amalgamation. It is 
stated that the consolidated company will have $15,000,000 
of new 6 per cent cumulative preferred and an equal amount 
of common stock, of which $2,900,000 of preferred stock and 
$1,750,000 of common stock is to be sold to Speyer & Com- 
pany to provide funds for extensions and improvements to 
both properties. 


Indiana Union Traction Company, Anderson, Ind.—Spe- 
cial meetings of the stockholders of the Indiana Union 
Traction Company and the leased Union Traction Company 
of Indiana will be held on March 26, 1912, to act upon a 
proposed refinancing plan which aims to consolidate the 
two companies and to scale down their capital. The 
$5,000,000 of stock of the Indiana Union Traction Company 
is to be reduced to $1,000,000 and the $7,500,000 of common 
stock of the Union Traction Company of Indiana is to be 
exchanged for $4,500,000 of common stock of the other 
company, which is also to issue $1,500,000 of preferred stock 
par for par for that of the Union Traction Company of 
Indiana and the Muncie, Hartford & Fort Wayne Railway. 


Indianapolis & Louisville Traction Company, Scottsburg, 
Ind.—The sale of the property of the Indianapolis & Louis- 
ville Traction Company under foreclosure has been ordered 
for March 21, 1912. It is expected that James C. Chaplin, 
vice-president of the Colonial Trust Company, Pittsburgh, 
Pa., trustee under the mortgages issued by the company, 
will purchase the property in the interest of the bond- 
holders. The upset price at the sale is fixed at $750,000. 


Interborough-Metropolitan Company, New York, N. Y.— 
The Interborough-Metropolitan Company has explained 
that the announcement in regard to the exchange of voting 
trust certificates for the preferred stock of the company 
simply means that those stockholders who have had their 
preferred stock exchanged for voting trust certificates, 
either through a misunderstanding or through an error on 
the part of the transfer office, will be enabled to regain their 
stock certificates. The company also explains that there 
is no intention to dissolve the voting trust. 


Mercer County Traction Company, Trenton, N. J.—An 
issue of $300,000 of first mortgage 5 per cent bonds made 


ELECTRIC RAILWAY JOURNAL. 


[VoL. XX XIX, No. 11. 


by the Mercer County Traction Company in 1904 is being 
offered publicly by C. E. Mitchell & Company and W. ids ke 
Smith & Company, New York, N. Y., at 97 and interest. 
The bonds are guaranteed as to principal and interest by 
the Trenton Street Railway, which owns the stock of the 
Mercer County Traction Company, and by the Trenton & 
Mercer County Traction Corporation, which operates the 
Trenton Street Railway. 


Nashville Railway & Light Company, Nashville, Tenn.— 
It is understood in Chicago that H. M. Byllesby & Com- 
pany, Chicago, Ill, are negotiating with F. O. Watts, a 
director of the Nashville Railway & Light Company and 
president of the First National Bank, Nashville, Tenn., for 
the purchase of 28,000 shares of the common stock of the 
Nashville Railway & Light Company, held by Mr. Watts 
and his associates out of a total issue amounting to 40,000 
shares. 


Nevada Water, Light & Traction Company, Nevada, Mo. 
—Hiram Phillips has been appointed temporary receiver of 
the Nevada Water, Light & Traction Company on the appli- 
cation of Jacob Erb, Chicago. 

New York State Railways, Rochester, N. Y.—The Public 
Service Commission of the Second District of New York 
has received a petition from the New York State Railways 
for permission to purchase the outstanding remaining stock 
of the Syracuse Rapid Transit Railway and for authority to 
issue bonds to the amount of $7,795,038.91. The proceeds 
of the bonds are to be used to refund present bonds now 
outstanding, $4,500,000; to purchase the Syracuse Rapid 
Transit Railway outstanding stock, $1,715,138.91; to refund 
outstanding notes of New York State Railways, $998,000; to 
purchase outstanding notes of the Utica & Mohawk Valley 
Railway, $145,000; to purchase outstanding notes of the 
Oneida Railway, $40,000; to purchase outstanding notes of 
the Syracuse Rapid Transit Railway, $275,000; to reimburse 
the New York State Railways for moneys expended in the 
purchase of the Syracuse Rapid Transit Railway preferred 
stock, $121,900. The New York State Railways now owns 
19,192 shares of preferred stock and 19,802 shares of com- 
mon stock of the Syracuse Rapid Transit Railway. It now 
proposes to purchase the remaining outstanding stock. The 
petition recites that it is the intention of the New York 
State Railways to consolidate or merge the Syracuse Rapid 
Transit Railway, the Oneida Railway and the Utica & 
Mohawk Valley Railway with or into itself as soon as the 
same can be done in accordance with the consolidation and 
merger laws of the State of New York, and that in the 
meantime it is to its best interest and advantage to loan to 
the three several companies the amounts now owed by 
them to outside parties upon their respective notes, as the 
New York State Railways can provide funds necessary to 
do so by the sale of its bonds, on a better and cheaper 
basis than the three companies can borrow the money from 
outside sources. 


New York & Stamford Railway, Port Chester, N. Y.— 
The Public Service Commission of the Second District of 
New York has received a petition from the New York & 
Stamford Railway for permission to issue first and refunding 
mortgage bonds to the amount of $393,644.17. The proceeds 
of the bonds are to be used for the discharge or lawful 
refunding of demand notes in favor of or held by the New 
York, New Haven & Hartford Railroad. These obligations 
were incurred for a part of expenditures made by the peti- 
tioning company for construction and equipment from Jan. 
I, 1900, to Dec. 31, 19rt, inclusive. 


New York & North Shore Traction Company, Roslyn 
N. Y.—The Public Service Commission of the First District 
of New York has approved the issue of a mortgage by the 
New York & North Shore Traction Company to the Citi- 
zens’ Savings & Trust Company, Cleveland, Ohio, to secure 
an issue of $3,000,000 of first mortgage 5 per cent bonds, pay- 
able on March 1, 1952, and has also authorized the Sra 
diate issue of $800,000 of these bonds. The commission 
has also authorized the company to issue $757,500 addi- 
tional capital stock. The proceeds of these bond and stock 
issues will be used to retire $350,000 of bonds issued under 
a first mortgage in 1907 to the Citizens’ Savings & Trust 
Company and to discharge all indebtedness to the New 
York & Nassau Construction Company, which did the con- 
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struction work for the company. A special issue of $10,000 
of capital stock is also authorized to provide working capi- 
tal. A special amortization fund must be created, however, 
to take care of $97,500 discount on the bonds amortized and 
$342,000 for property which will revert to the city at the 
end of the franchise. Into this fund must be paid $1,080 
each year, beginning on June 30, 1913, and continuing till 
the fund amounts to $97,500, and $2,700 each year, begin- 
ning June 30, 1913, and continuing till the fund amounts to 
$342,000, which will cover the value of the entire track 
structure of the company. 


North Carolina Public Service Company, Greensboro 
N. C.—W. N. Coler & Company, New York, N.Y.and H.F. 
Bachman & Company, Philadelphia, Pa., are placing at 92% 
and interest yielding 5.60 per cent income $600,000 of first 
and refunding mortgage 5 per cent sinking fund gold bonds 


of the North Carolina Public Service Company dated April 


T, 1909, and due April 1, 1934, but subject to call at any 
interest date at 105. 


St. Louis & Jennings Railway, Clayton, Mo—The St. 
Louis & Jennings Railway has filed a mortgage to the St. 
Louis Union Trust Company, as trustee, on all its property 
to secure an issue of $100,000 of 6 per cent extension 
bonds. The bonds are payable in 1927, but are subject to 
call previous to that time at a premium of 5 per cent. 


San Diego & Southeastern Railway, San Diego, Cal—The 
San Diego & Southeastern Railway has been incorporated 
with a capital stock of $5,000,000 to take over the San Diego 
Southern Railway and the San Diego & Cuyamaca Railway. 
The San Diego Soythern Railway operates to Tia Juana, 
18 miles, and the Coronado belt line, 25 miles in length. 
The San Diego & Cuyamaca Railway extends from San 
Diego to Foster, a distance of 26 miles. It is the purpose 
of the new company to extend the lines as far as Los 
Angeles on the north and Ensenada, Lower California, on 
the south. The San Diego & Southeastern Railway is con- 
trolled by John D. Spreckels, Adolph Spreckels and R. C. 
Gillis. 

Third Avenue Railway, New York, N. Y.—The Public 
Service Commission for the First District of New York 
has directed the Third Avenue Bridge Company to estab- 
lish an amortization fund to wipe out expenditures made 
by the company in securing its franchise. As the franchise 
expires in 1934, the commission held that new rights will 
have to be obtained and the expense of securing them will 
have to be reincurred, and that the company should set 
aside enough money each year to amortize the original pay- 
ments by the time the franchise expires. The Third Avenue 
Bridge Company operates across the Queensboro Bridge 
over the East River, and was organized by the receiver of 
the Third Avenue Railroad, with the lines of which it con- 
nects. In December, 1911, the commission authorized the 
Third Avenue Bridge Company to issue $20,000 in capital 
stock, but directed that the proceeds of the sale of this 
stock should not be expended until the expenditures had 
been submitted to and approved by the commission. Re- 
cently the company submitted to the commission a list of 
expenditures aggregating $14,940, of which more than 
$10,000 was expended for advertising and lawyers’ fees. In 
approving the expenditures, the commission directed the 
company to set aside each year an amortization fund of 
$360, to be invested at 4 per cent and to continue until the 

d shall aggregate $13,345, which was the total of expenses 
eed in procuring franchise and other rights. 

Tri-City Railway & Light Company, Davenport, Ia.—A 
deal is being arranged which will involve the exchange of 
the common stock of the Tri-City Railway & Light Com- 
pany for part cash and part first and second preferred 
stocks of the United Light & Railways Company, Grand 
Rapids, Mich., which controls the Muscatine Light & Trac- 
tion Company, Muscatine, Ia.; Cadillac (Mich.) Gas Light 
Company, Cedar Rapids (Ia.) Gas Light Company, Chatta- 
nooga (Tenn.) Gas Company and other companies. The 
proposed basis of exchange is: For each share of common 
stock of the Tri-City Railway & Light Company $31.16 2-3 
cash, $16.66 2-3 par value first preferred 6 per cent stock 
of the United Light & Railways Company and $12.50 par 
value of the second preferred stock of the United Light 
& Railways Company (convertible after three years, 
at the option of the owner, into an equal amount, par value, 
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either of first preferred 6 per cent stock or common stock 
of the same company). The outstanding common stock 
of the Tri-City Railway & Light Company amounts to 
$9,000,000, or 90,000 shares, and it is understood that con- 
siderably more than half of the common stock holders have 
agreed to the exchange of stock. Samuel Tnsuilee Gees 
Caldwell, Edward Russell and H. L, Stewart, Chicago, IIL; 
le G. White, New York, N. Y., and William Butterworth, 
Moline, Ill, will probably be directors of the United Light 
& Railways Company. It is reported that the United Light 
& Railways Company will move its headquarters from 
Grand Rapids, Mich., to Chicago. The United Light & 
Railways Company will be reorganized and new officers will 
be elected as follows: Frank T. Hulswit, Grand Rapids, 
president; Richard Schaddelee, first vice-president; J. F. 
Porter, Davenport, second vice-president. Mr. Porter will 
be named as manager for the company. He has heretofore 
had charge of the operation of the light and railway interests 
in Davenport, Rock Island and Moline. 


Wausau (Wis.) Street Railroad—The First Savings & 
Trust Company, Milwaukee, Wis., is offering at a price to 
yield more than 5 per cent the unsold portion of $350,000 of 
first mortgage 5 per cent gold bonds of the Wausau Street 
Railroad dated Jan. 1, 1912, and due Jan. 1, 1932, but re- 
deemable on any interest date after Jan. 1, 1917, at 102 and 
interest. The Wisconsin Valley Trust Company, Wausau, 
Wis., is trustee under the mortgage securing the bonds. 


Dividends Declared 


Houghton County Traction Company, Houghton, Mich., 
3 per cent, preferred; 2%4 per cent, common. 

Manila Electric Railroad & Lighting Corporation, Manila, 
P. I., quarterly, 1% per cent. 

New York State Railways, Rochester, N. Y., quarterly, 
1% per cent, preferred; quarterly, 1%4 per cent, common. 

Philadelphia (Pa.) Traction Company, $2. 

St. Joseph Railway, Light, Heat & Power Company, St. 
Joseph, Mo., quarterly, 1% per cent, preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


CLEVELAND, PAINESVILLE & EASTERN RAILROAD COMPANY 


Gross Operating Net Fixed Net 
Period. Earnings. Expenses. Earnings. Charges. Surplus. 
125. Jan: 712 $22,907 $15,964 $6,943 $9,362 $2,419 
gers eee i 23,114 13,578 9,536 8,172 1,364 


CLEVELAND, SOUTHWESTERN & COLUMBUS RAILWAY 


fini, eDec it $94,020 $53,808 $40,213 $33,660 $6,552 
ey eG) 86,950 55,330 31,312 29,794 1,518 
1g “85 9 911" 1,136,362 641,181" “495.181 36355230 aisiose 
12 “ “ 10 1,062,402 619,901 442,501 357,527 84,974 
DETROIT UNITED RAILWAY 
tan, Jan 712 $840,220 $545,825 $294,396 $181,603 $112,792 
poke ES ee 743,785 475,554 268,231 173,635 94,596 
FAIRMONT & CLARKSBURG TRACTION COMPANY 
iim, Jan. 722 $58,699 $24,846 S33, S54> a. eon cetera 
A pod i yi 52,363 18,608 33,7560.) bat dat ueeeae 
LAKE SHORE ELECTRIC RAILWAY SYSTEM 
Ym., Jan, °12 $87,153 $55,457 $31,696 $34,591 $2,896 
1 erat | 84,569 49,358 35,212 34,628 584 
MILWAUKEE LIGHT, HEAT & TRACTION COMPANY 
im, Jan. ‘12 $128,710 $50,894 $77,816 $70,649 $7,167 
Ns i aT 121,266 36,771 84,495 69,122 15,373 
MILWAUKEE ELECTRIC RAILWAY & LIGHT COMPANY 
lim, Jans 712 $459,095 $251,344 $207,751 $154,070 $53,680 
oo LA 418,427 218,828 199,599 119,481 80,118 
NORTHERN OHIO TRACTION & LIGHT COMPANY 
lim pam, 42 $209,384 $122,535 $86,853 $43,825 $43,029 
ite od Ga 186,271 106,904 79,367 44,429 24,938 
TWIN CITY RAPID TRANSIT COMPANY 
Im. Jan. 12 $635,509 $364,934 $270,575 $140,079 $130,496 
fe Sap 618,939 336,794 282,145 140,079 142,066 
VIRGINIA RAILWAY & POWER COMPANY 
Litton fare | 12 $368,464 $202,598 $165,866 $5,318 $171,184 
Te ST 354,142 194,397 159,745 2,733 162,478 
7 & & 12 2,699,919 1,432,749 1,267,171 42,802 1,309,973 
ge 4 94 2,565,858, ; 1,353,044 1,212;814 17,155 1,229,969 
WHATCOM COUNTY RAILWAY & LIGHT COMPANY 
pees. ett 42,234 $20,183 $22,051 $10,516 $12,535 
i mia "149 #477160 17,777 23,383 10,777 12,605 
RS 426,200 210,623 215,577 128,039 87,538 
ee tens tte > 210 431,165 233,694 197,471 109,446 88,026 
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Traffic and Transportation 


Publicity for Public Service Corporations 


E. R. Kelsey, manager of the publicity and advertising 
departments of the Toledo Railways & Light Company, 
Toledo, Ohio, contributed to the February issue of T. A. C. 
Ticks, published by the Toledo Advertising Club, an ar- 
ticle “Publicity for Public Service Corporations,” in part as 
follows: 

“Public service corporations are in the business of sell- 
ing service to the people—all of them. The public service 
corporation has responsibilities that no private corporation 
shoulders. All the people are its stockholders and the only 
dividend they ask is that of good service. Of course, it is 
self-evident that no public service corporation can hope for 
permanent success without the confidence of the people— 
a belief on their part that the company is honestly striving 
to give good service at as low a fare as is commensurate 
with good service. But there are few who appreciate the 
perplexing problems a company constantly has to meet. 
They should be told in short, pertinent talks in the paid 
advertising columns of the daily press. 

“The Toledo Railways & Light Company recently 
adopted this method in a lighting campaign and only re- 
cently it has started another to enlighten its patrons on 
traction problems. Of course, all the publicity talks that 
could be printed would avail nothing if the company itself 
did not show by its actions that it was sincere, that it was 
making an honest effort to be what its name implies—a 
public service corporation. 

“But publicity talks are only a small part in molding 
opinion in favor of the company. The attitude of the em- 
ployees plays a very important part. It is of the utmost 
importance that every company maintain a complaint bureau 
where patrons feel they are welcomed at all times. As the 
publicity department is the one endeavoring to create a 
closer bond of friendship between the company and the 
people it should handle all complaints. The Toledo Rail- 
ways & Light Company has found that this has led to very 
good results. Many who come to complain go away stanch 
friends of the company, for in the majority of cases the 
complaint was made under a misunderstanding. 

“Some one has said that the kind of service a man re- 
ceives is second to the kind of treatment his pride receives. 
Our complaint department has tested the truth of this say- 
ing. Ifa complainant finds ready entrance to the official to 
make his complaint, if he is treated with cordiality and his 
complaint rigidly investigated, he will leave in a quite dif- 
ferent state of mind. Every complaint sent to a newspaper 
should be answered. Statements which are allowed to go 
uncontradicted are believed as truths. If such complaints 
were answered and the facts set before the people the harm 
such communications do could be greatly lessened. 

“Publicity of the wrong kind has also been secured by 
many corporations through their attitude to the press in 
regard to the details of accidents. Naturally, if a reporter 


is denied the real facts in regard to an accident from those _ 


in authority he will get a highly colored account from others 
and very often one derogatory to the company, when if the 
real facts were given out it would be shown that the com- 
pany was not to blame. 

“Either the claim department or the publicity director of 
the Toledo Railways & Light Company gives to the papers 
the details of all the accidents. Accidents cannot be pre- 
vented altogether, but they can be greatly lessened if the 
company impresses on its patrons the need for caution on 
their part and shows them what it has done to make city 
travel as safe as possible. In our traction talks we lay 
great stress on our public safety crusade, devoting several 
talks to this important work. Posters have been placed in 
the front of cars and changed every few days, calling atten- 
tion to public safety work. The company has secured the 
co-operation of the schools and 25,000 cards with the ‘Don’ts 
for Children’ were distributed by the teachers to children, 
who were told to take them to their parents. The superin- 
tendent of schools instructed the teachers to talk to the 
children on accident prevention and parents were made to 
feel that the company was playing a vital part in this 
humanitarian work. It is such publicity work that helps 
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greatly to create public confidence in the company’s methods. 

“If a company wishes to advertise and give publicity talks, 
it should be done openly in the advertising columns. But 
there is much of real news around the offices which the 
papers are glad to get, and this can become a fruitful avenue 
of good publicity for the company. Of course, publicity is 
not a cure-all. but if taken in time is often a preventive. It 
cannot influence everyone. There are always persons ever 
ready to rail against those in authority, against any in pros- 
perity. Those who cry from the housetop or the street cor- 
ners find ready listeners. But the bulk of the people are 
reasonable. They realize the great importance of public 
service corporations and their power for good if rightly 
handled. But all too long the companies have been silent— 
leaving the field of publicity to those who have diligently 
sought to tear down instead of build up. It is high time 
that companies engage in the broad field of educational 
publicity.” 


Differences Between City and Company in Atlanta 


All differences between the city of Atlanta, Ga., and the 
Georgia Railway & Electric Company have been referred 
by the City Council to a special committee consisting of 
the members of the committees on electric and other rail- 
ways and on electric lights and on tax, and these commit- 
tees will confer with the officers of the company and re- 
port to the Council. 

P. S. Arkwright, president of the company, has reviewed 
the differences between the city and the company in part as 
follows: 

“The only difference which has existed between the City 
Council and the company has been the rates charged for 
electric light and power service. Without any effort being 
made to see whether an adjustment could be made of this 
difference, a complaint was filed by the City Council with 
the Railroad Commission to force a reduction in these rates. 
This was followed by an agitation for municipal ownership, 
then by agitation for cheaper street railway fares. After 
the agitation on these subjects had proceeded for some time, 
at a meeting of a committee called to discuss street railway 
fares, Alderman Chambers, a member of the committee, 
asked if the matters could not be adjusted, and he made 
certain suggestions of demands to be met by the company. 

“When these demands were first made I stated in open 
committee meeting in the Mayor’s office that the company 
could not consider the proposition in regard to paying the 
tax on the gross receipts, in addition to the franchise tax; 
that it could not consider the proposition to reduce the 
length of term of its franchises; that it could not consider 
the proposition to reduce street railway fares, and I ex- 
plained at great length why it could not consider these 
propositions, as it practically meant a confiscation of these 
properties. The committee appeared to accede to the stand 
of the company in regard to these matters. I stated that 
it was willing to negotiate in regard to a rate for electric 
light and power and if a mutually satisfactory basis could be 
reached on this subject, to agree to it; that it was willing 
to agree not to interfere with the city’s water supply as it 
had never contemplated doing this, and that there was some 
chance of an agreement being made in regard to street 
paving charges. Two or three subsequent meetings were 
held, and each time they were held all the original demands 
were repeated, and every time I have stated unequivocally 
that the only thing for consideration was electric light and 
power rates, paving matters and protecting the city’s water 
supply. 

“The City Council appointed a large committee to discuss 
the question of settling matters with the company. At the 
first meeting of the committee all the old demands were 
repeated. I then stated to this committee that the company 
would not consider matters in regard to a tax on gross 
receipts, reducing the term of franchises or reducing the 
street railway fares; that the only things that could be con- 
sidered were the electric light and power rates, paving 
charges, and protecting the city’s water supply. I under- 
stand that the other matters so constantly repeated were 
put into the so-called ‘proposition’ not because the city ex- 
pected them to be considered seriously, but more as a 
warning that if an agreeemnt is not made as to electric 
light and power rates the city will try to enforce these 
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demands. To agree to such demands would amount to the 
practical confiscation of the property of the company, all 
of which I have explained at full length to the committee, 
and its members understand that the company will not, 
and could not, think of considering it. 

“In regard to electric light and power rates, we have 
taken the position all along with the committee of the City 
Council that the existing rates are reasonable and are lower 
than those in force in the majority of other cities; that we 
have no fear that the Railroad Commission, after a full 
hearing, would find justification for reducing these rates; 
and that agitation on the subject seriously injures the bus- 
iness of the company. For this reason, the company is 
willing to buy its peace, and buy it by reduction from its 
electric light and power rates, even though such reduction 
ought not, in justice, to be made.” 


~ Extension in Bond Hill, Cincinnati 


The Ci 
extend it 
include 7 


innati Traction Company has been instructed to 
Avondale line to Bond Hill. The extension will 
ft. of single track constructed in improved 
streets, bg— an injunction restraining the work was obtained 
owing tothe peculiar circumstances under which the resi- 
dents of the Bond Hill district secured the order from the 
City Council for the extension. Bond Hill is a sparsely 
settled suburban district lying just inside the north corpora- 
tion line of Cincinnati. The people in this district were 
very desirous of obtaining better transportation facilities, 
but those owning property between the point where the 
proposed extension would tap the Avondale line and Bond 
Hill were satisfied with the existing transportation facili- 
ties. In order to obtain 51 per cent of the frontage along 
the streets to be traversed by the extension it was neces- 
sary to have certain streets renamed. 

Reading Road is a meandering street, and branching off 
from it, at a point about rooo ft. from where the extension 
will tap the Avondale line, and practically paralleling the 
Reading Road, is Paddock Road, which terminates in the 
Bond Hill district about 6000 ft. from the junction of the 
two roads. The City Council was asked to change the 
name of Paddock Road to Reading Road, thus making the 
entire extension lie on the renamed street. As the added 
section of Reading Road contained most of the frontage 
required, and the property owners favored the railway 
extension, the 31 per cent of the total frontage which was 
required was readily secured. 

The property owners along the original section of Read- 
ing Road, however, proceeded forthwith to obtain an in- 
junction to restrain the company from proceeding with 
the construction, on the ground that the majority consent 
had been fraudulently obtained. The court has continued 
the case several times, but it is probable that it will come 
up for hearing in March. 


Extra Man on Cars and Trains of Illinois Traction System 
After Midnight 


The Illinois Traction System has issued an order adding 
a third man to the sleeping-car crew. Only one man will be 
put in this service and he will come north with the sleeper 
out of St. Louis to Auburn, which is about 14 miles south 
of Springfield. The sleeper from St. Louis is met at Auburn 
by the sleeper from Peoria and the extra motorman will re- 
turn to St. Louis from Auburn on the Peoria sleeper. The 
object of this extra man is to give assistance to the motor- 
man operating on the southern portion of the system. He 
will occupy a seat near the motorman’s cab. 

The extra man will relieve the motorman of all work eX- 
cept the actual running of the car. He will watch all signal 
movements, verify all train orders, attend to the switches 
and derails and check every movement of the train. Al- 
though the order does not reduce the responsibility of the 
conductor relative to checking up train orders, it does 
allow him to give practically his entire time and attention 
to’ his passengers. In cases of car failure the third man 
makes it possible to give proper flag protection at once 
when the failure occurs on single track outside of the con- 
tinuous blocking district. ee 

H. E. Chubbuck. vice-president executive of the Illinois 
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Traction System, is doing everything possible to safeguard 
trains on this road. As described in the Euecrric RAILWAY 
JOURNAL of June 24, 1911, page 1105, this company has in- 
stalled 67 miles of continuous blocking and all curves where 
the motorman’s view is obstructed have been provided with 
signals which give the usual form of curve protection. In 
addition, the automatic blocking has been supplemented by 
a complete system of Blake dispatching signals. 


Restraining Order in Illinois Interchange Case 
On March 12 the Illinois Railroad and Warehouse Com- 
mission took advantage of its new injunction powers for 
the first time and enjoined the People’s Traction Company, 
Galesburg, Il, from prohibiting the Rock Island Southern 
Railway to use an interchange track for carload business. 
The Rock Island Southern Railway claimed that it had 
entered into a contract with the People’s Traction Com- 
pany whereby it could use a certain connecting track be- 
tween the two roads for interchange traffic, in carloads, 
between the Rock Island Southern Railway and the Atchi- 
son, Topeka & Santa Fe Railway. The People’s Traction 
Company claimed that the contract was not applicable to 
carload business and asked the Rock Island Southern Rail- 
way to discontinue its use of this track. As this was its 
only connection with the Atchison, Topeka & Santa Fe 
Railway, the Rock Island Southern Railway presented the 
questions involved to the commission on March 12. On a 
statement of facts to which both roads agreed, the case 
was continued until the April meeting of the commission, 
so that the People’s Traction Company would have suffi- 
cient time in which to file a brief and the Rock Island 
In the meantime the 
commission by the use of an injunction has required the 
People’s Traction Company to continue the service. 


Ordinance Fixing Speed in Belvidere, Ill—-The City 
Council of Belvidere, Ill., has passed an ordinance requiring 
the Rockford & Interurban Railway to limit the speed of 
its cars in Rockford to 10 m.p.h. 


Get-Together Dinners in the Twin Cities —Officers and 
heads of departments and sub-departments of the Twin 
City Rapid Transit Company attended a get-together din- 
ner in the Dyckman Hotel, Minneapolis, Minn., on March 
I, 1912. Similar meetings are to be held monthly hereafter. 


Traffic Survey in Rochester.—As the result of the recom- 
mendation of H. W. Morgan, president of the Chamber of 
Commerce of Rochester, that body has appointed a special 
street railway survey committee to retain a street railway 
trafic expert to study traffic conditions in Rochester and 
report to the chamber. 


Conference on Brakes Requested in St. Paul.—The special 
committee of the City Council of St. Paul, Minn., on street 
car safety applances has decided to request the mechanical 
engineer of the Twin City Rapid Transit Company to con- 
sult with the committee on the advisability of arranging 
the air brakes of cars for emergency application by the con- 
ductor from the rear platform. 


Order Prohibiting Passes in Wilmington.—The Public 
Utility Commission of Delaware has directed its secretary to 
notify the People’s Railway, Wilmington, Del., to annul 
passes issued to all persons except employees of the com- 
pany and uniformed public officers in performance of their 
duties. The commission has decided to request the street 
railways which operate in Wilmington to equip all cars 
ordered hereafter with improved fenders or wheelguards. 

Change in Routing in Indianapolis—An order directing 
the Indianapolis Traction & Terminal Company, Indian- 
apolis, Ind., to change the routes of cars on the Illinois 
Street, Pennsylvania Street, College Avenue and Central 
Avenue lines has been issued by the Board of Public 
Works of Indianapolis, effective on March 10. The board 
believes the proposed arrangement will relieve the con- 
gestion on Washington Street, between Pennsylvania 
Street and Illinois Street. 

Freight Service Between Fitchburg and Orange, Mass.— 
The Massachusetts Northern Railways, Greenfield, Mass., 
put in operation on Feb. 24, 1912, a freight service between 
Fitchburg and Orange and plans to provide additional facil- 
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ities in Westminster, Gardner, Otter River, Baldwinville, 
Templeton, East Templeton, Athol and Orange. Electric 
railway freight service has been in operation between Fitch- 
burg and Gardner for two years, but it was not until the 
Massachusetts Northern Railways was organized that ar- 
rangements were made to have a through electric railway 
freight service between Orange and Fitchburg. 


Petition for Reduction in Fare Refused by Connecticut 
Commission.—The petition of residents of Manchester for a 
to-cent fare on the line of the Connecticut Company be- 
tween Manchester and Hartford, 10.028 miles distant by 
electric railway, has been denied by the Public Utilities 
Commission of Connecticut, and the fare will remain as it 
is at present, 15 cents. The report of the commission was 
made public on March 7, 1912, In concluding its finding the 
commission says: “Taking into consideration the difficulties 
of equalizing fares on a 5-cent unit and zone basis, and 
considering the commutation tickets and transfer privileges 
as they obtain on these lines, we do not find that degree 
of discrimination which would warrant reducing the Man- 
chester fare to 10 cents.” 


Ordinance Permitting Conductors to Use Seats.—All the 
members of the New Orleans City Council present at the 
meeting on Feb. 13, 1912, voted to adopt the Hartson ordi- 
nance, permitting conductors as well as motormen to have 
stools and to use them in residential districts. The ordi- 
nance was adopted after a favorable report by the public 
order committee. Conductors will now be allowed to rest 
themselves on their lines, except in the business and con- 
gested areas, or while crossing tracks. This ordinance is 
before Mayor Behrman for his signature. D. A. Hegarty 
and H. J. Dressel for the company opposed the ordinance. 
They contended that the ordinance would tend materially 
to increase the liability of the company for accidents which 
occur at the rear platform. 


Petition from City of Ottawa for Additional Service Con- 
cessions.—The City Council of Ottawa, Ont., has forwarded 
to the Ottawa Electric Railway a petition asking for an 
extension of the use of the workingman’s ticket from 7:3¢ 
a.m. until 8 a.m. In an interview, T. Ahern, the president 
of the company, is quoted as stating that the company had 
made all the concessions from the contract agreement 
with the city that it could with reason make. In addition 
to concessions as to tickets, the company is giving a sery- 
ice considerably beyond contract requirements. A recent 
report of the superintendent showed that on the Bank 
Street line, except between 6 p.m. and 6:30 p.m., 50 per cent 
more seats are provided than are required and that during 
the half hour just mentioned the cars carry only 10 per 
cent more passengers than their seating capacity. 


Extension to Be Made to Handle Freight in Evansville, 
Ind.—The Evansville & Southern Indiana Traction Com- 
pany has contracted with the Cook Brewing Company, 
Evansville, Ind, to extend its line into the Brewing 
Company’s property and connect with the union track which 
is used for handling interchange steam railroad business 
by the Louisville & Nashville Railroad and the Chicago 
& Eastern Illinois Railroad. When the extensions are 


completed the Evansville & Southern Indiana Traction- 


Company will handle all carload business to and from the 
brewery, which is one of the largest plants of the kind in 
the United States. The brewery is located in the down- 
town district where it is practically impossible to secure 
private right-of-way for a track connection, and it is cut 
off from the nearest steam road by the city’s main thor- 
oughfare, across or over which the City Council refuses to 
grant rights. 

Efficiency Committee for Indiana Road.—A general effi- 
ciency committee consisting of Alexander Shane, general 
manager; L. M. Brown, trainmaster; William Myers, master 
mechanic; L. Crater, civil engineer; Ira Guthrie, auditor: 
F. P. Smith, superintendent of way and structures, and R. 
O. Boyer, special agent, was organized on March 6, 10912, 
among the officers of the Indianapolis, Columbus & South- 
ern Traction Company, Columbus, Ind., with Alexander 
Shane as chairman and L. M. Brown as secretary. Local 
committees, will be organized at once at Greenwood, Edin- 
burg, Columbus and Seymour, The purpose of the organ- 
ization will be to improve the service by enrolling all the 
employees in the local organizations and fostering harmony 
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and co-operation. The employees will be encouraged to 
point out defects and call attention to anything that will 
be likely to improve the service. The suggestions which 
are received will be discussed at the meetings of the local 
committees, and the ideas advanced at these meetings will 
be submitted to the central committee for final discussion 
and recommendations. 


Proposed Regulation of Rush-Hour Fare in Portland, 
Ore.—The city attorney of Portland, Ore., has filed with the 
City Council his opinion in regard to the authority of the 
Council to regulate fares as provided in the ordinance pre- 
sented to that body some time ago by Councilman Ralph 
C. Clyde. The city attorney states, in brief, that it is within 
the province of the City Council to pass the Clyde ordi- 
nance, provided the reduction is, in the opinion of the 
Council, reasonable. He concludes that opinion in part as 
follows: “The Council has authority to regulate reasonably 
street railway fares, but under the ruling of the United 
States Supreme Court in the case of the Home Telephone 
Company vs. the City of Los Angeles, the street railways 
are entitled to a hearing before the Council determines 
whether or not the proposed rate would be reasonable. If 
the Council finds, after an investigation of the amount of 
the investment and of the companies’ earnings and expendi- 
tures, less a reasonable amount for depreciation, that such 
a rate would afford a fair return on a fair valuation, in all 
probability the Supreme Court of this State would sustain 
the rate.’ The proposed ordinance provides that the 
street railways which operate within the limits of the city 
shall reduce the rate of fare between 5:30 a.m. and 8:30 a.m. 
and between 5:30 p.m. and 7:30 p.m., and shall sell tickets, 
to be good only for transportation between the aforemen- 
tioned hours, at the rate of eight for 25 cents. The ordi- 
nance further provides that these tickets shall be placed on 
sale at convenient places and that the transfer privilege shall 
extend to the holders of such tickets between such hours. 
The Portland Railway, Light & Power Company, Oregon 
Electric Railway and Mount Hood Railway & Power Com- 
pany would all be affected if the ordinance is passed by the 
Councils. 


Testimony Taken in Kansas City Intercity Viaduct Case. 
—The taking of testimony was concluded on March 5, 1912, 
in the cases brought by the officials of Kansas City, Mo., 
and Kansas City, Kan., before the Interstate Commerce 
Commission to force the Metropolitan Street Railway, the 
Kansas City Western Railway and the Intercity Viaduct 
& Terminal Company to reopen traffic over the intercity 
viaduct. Frank Hagerman, counsel for the receivers of the 
Metropolitan Street Railway, stated that he had advised 
the receivers that they were not bound by contract to pay 
a rate of 1 cent for each passenger going over the viaduct. 
Asked if the intercity viaduct was of any value to the 
Metropolitan Street Railway, Mr. Hagerman said: “Under 
the present circumstances it would be foolish for the Met- 
ropolitan Street Railway to pay an annual toll of $60,000 
to run cars across the intercity viaduct when the company 
can do it much cheaper over the elevated structure route. 
Too many demands are made by the city for extension of 
service, new cars and improvements. The company ‘has 
no money to pay for the use of the viaduct. It is an addi- 
tional expense. I believe that the structure ought to be a 
part of the Metropolitan Street Railway. If the company 
could get a franchise from the city so that it could obtain 
the required finances, I believe that an effort would be made 
to buy the structure.” Howard Ross, secretary and treas- 
urer of the Intercity Viaduct Company, said, on March 4, 
that from twenty-four to thirty minutes could be saved in 
a round trip between the centers of both cities by going 
over the viaduct. John M. Egan, general manager of the 
Metropolitan Street Railway under the receivers, declared 
that there was only three minutes difference between the 
two routes and that the elevated structure route served a 
more densely populated district than the viaduct route. 
Mr. Egan also testified that the Metropolitan paid the via- 
duct company about $54,000 annually. L. R. Ash, city en- 
gineer for Kamsas City, Mo., formerly with Wadell & 
Hendrick, who drew the original plans for the viaduct, said 
that; the structure cost $3,500,000. The hearings were held 
before Charles F. Gerry, Washington, D. C., special exam- 
iner for the Interstate Commerce Commission. 
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Personal Mention 


Mr. R. M. Reade has been appointed superintendent of the 
city division of the Quebec Railway, Light, Heat & Power 
Company, Quebec, Que., vice Mr. A. J. McDonald, resigned. 
Mr. J. B. Rannie, who has been connected with the Brit- 
ish Columbia Electric Railway, Ltd., Vancouver, B. @otor 
a long time, serving recently as traffic manager for the 


Vancouver lines, has been appointed general traffic agent 
of the company. 


Mr. J. T. Davies has been appointed superintendent of 
Willow Grove Park, Philadelphia, Pa., which is owned by 
the Philadelphia Rapid Transit Company, to succeed Mr. 
George C. Wynkoop, Jr., whose resignation is noted else- 
where in this column. 


Mr. James Hilton, formerly connected with the Montreal 
(Que.) Street Railway, has been appointed traffic manager 
of the Vancouver lines of the British Columbia Electric 
Railway, Ltd., Vancouver, B. C., to succeed Mr. J. B. Ran- 
nie, who has been appointed general traffic agent of the 
company. 

Mr. T. C. Cherry, superintendent of the Utica & Mohawk 
Valley Railway, will, it is expected, be elected general 
manager of the Schenectady (N. Y.) Railway to succeed 
Mr. Edward F. Peck, who is to devote his time hereafter 
to the interests of the newly formed business of Allen & 
Peck, Inc. 

Mr. W. W. S. Butler, who has been vice-president, treas- 
urer and general manager of the Western States Gas & 
Electric Company, Stockton, Cal., since its organization, 
writes that the title of Mr. H. E. Adams, whosé resigna- 
tion from the company was mentioned in the Etecrric Rait- 
WAY JOURNAL of Feb. 24, 1912, was not general manager, but 
superintendent of the distribution system. 

Mr. H. E. Grant has resigned as sales agent of the Brit- 
ish Columbia Electric Railway, Ltd.. Vancouver, B. C., after 
being connected with the company for five years. Mr. 
Grant was previously connected with the British Electric 
Car Company, Manchester, Eng., in various capacities. 
After he settled in Canada he was provincial statistician for 
the Northwest Territories and later acted in the same capac- 
ity for the Province of Alberta. 

Mr. D. P. Falconer has been appointed engineer of main- 
tenance of way of the New York State Railways, Rochester 
Lines, to succeed Mr. B. E. Tilton, whose appointment as 
general manager of the Syracuse (N. Y.) Rapid Transit 
Ralway, Utica & Mohawk Valley Railway and Oneida Rail- 
way is noted elsewhere in this column. Mr. Falconer has 
been connected with the New York State Ralways at 
Rochester under Mr. Tilton for three years. | 


Mr. Jacob Furth, president of the Seattle (Wash.) Elec- 
tric Company and chairman of the board of directors of 
the Seattle National Bank, has been elected president of 
the Puget Sound Traction, Light & Power Company, which 
is to merge the properties in the Pacific Northwest man- 
aged by Stone & Webster. As announced in the ELECTRIC 
RaiLway JourNnaL of March 9, 1912, Mr. R. T. Latin, dis- 
trict manager of Stone & Webster, has been elected vice- 
president of the company. 


Mr. L. G. Robinson, who has been associated with the 
engineering forces of the British Columbia Electric Rail- 
way, Ltd., Vancouver, B. C., as assistant for the last three 
years, has resigned to enter practice as a private consult- 
ing engineer in Vancouver, B. C. Mr. Robinson was for- 
merly connected with the Shawinigan Power Company and 
Ontario Power Company in eastern Canada. During his 
early work in British Columbia he acted as assistant to 
Mr. LeBaron in his plan for the reclamation of the lands 
about Sumas Lake. 


Mr. S. J. Kehoe, who has been master mechanic of the 
Norwich & Westerly Traction Company, Norwich, Conn., 
for the last six years, has been appointed superintendent of 
the company to succeed Mr. J. T. Cousins, resigned. Be- 
fore becoming connected with the Norwich’ & Westerly 
Traction Company Mr. Kehoe was connected with the 
Michigan United Railways, Lansing, Mich., for two years 
as chief armature winder, and previous to that he was with 
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the Fort Wayne & Northern Indiana Traction Company, 
Fort Wayne, Ind., for four years, serving for two years as 


sh an res winder and for two years as foreman of the over- 
icad lines, 


Mr. L. J. Farrell, who has been chief engineer of the 
generating stations of the Manchester Traction, Light & 
Power Company, Manchester, N. H., has now general 
supervision of the repair shops of the company. Mr. 
Farrell was formerly connected with the Stearns Manufac- 
turing Company, Erie, Pa., and while in the employ of 
that concern in 1895, in charge of erection and construc- 
tion, he installed the engine and boilers used in the power 
plant of the Manchester Traction, Light & Power Com- 
pany, then adopting electricity as motive power. Mr. Far- 
rell was at one time connected with the Erie (Pa.) Street 
Railway as superintendent of maintenance. 


Mr. C. A. Lilly has been appointed assistant to Mr. John 
A. Cleveland, general manager of the Saginaw-Bay City 
Railway and allied gas and electric companies, succeeding 
Mr. J. W. Glendenning, whose appointment as treasurer of 
the Michigan United Traction Company was noted in the 
Evecrric Rartway Journat of March 9, 1912. For the past 
year Mr. Lilly has been assistant superintendent of the 
Citizens’ Light, Heat & Power Company, Johnstown, Pa. 
Prior to this he was connected for about three years with 
the companies in Saginaw and Bay City in the capacity of 
electrical engineer. His appointment at Saginaw became 
effective on March 15, 1912. 


Mr. C. Loomis Allen has resigned as vice-president and 
general manager of the Syracuse Rapid Transit Railway, 
Utica & Mohawk Valley Railway and the Oneida Railway 
and as vice-president of the New York State Railways to 
devote his entire time and attention to the duties of his 
office as president of Allen & Peck, Inc., which, as noted in 
the ELrecrric RaiLway JOURNAL of Jan. 20, 1912, has been 
organized to build, finance and operate public utility prop- 
erties and has taken over the property of the Newport News 
& Old Point Railway & Electric Company. A portrait and 
a short biography of Mr. Allen were published in the 
ELECTRIC RAILWAY JOURNAL of Jan. 20, I912. 


Mr. Judson Cousins has resigned as superintendent of 
the Norwich & Westerly Traction Company, Norwich, 
Conn. Mr. Cousins entered the service of the local street 
railway in that city, now part of the system of the Con- 
necticut Company, as a conductor. Later he was connected 
for a short time with the Worcester (Mass.) Consolidated 
Street Railway and subsequently was with the New Lon- 
don & East Lyme Street Railway, New London, Conn., 
as superintendent. A banquet was tendered to him at the 
Wauregan House, Norwich, on the evening of Feb. 20, 1912, 
and he was presented with a gold railroad watch by the 
employees of the Norwich & Westerly Traction Company 
as a token of esteem. 


Mr. D. A. Munger has resigned as general passenger agent 
of the Pacific Electric Railway, Los Angeles, Cal., effective 
on April 1, 1912. Mr. Munger began his railroad career with 
the Pennsyivania Railroad in the East at station work, and 
served twelve years in the operating and traffic departments 
of the company. He resigned from the Pennsylvania Rail- 
road to become superintendent and general freight and pas- 
senger agent of the Michigan United Railways, Lansing, 
Mich., and continued with the company for three years, 
when he resigned to become general passenger agent of the 
Pacific Electric Railway. He was also appointed general 
agent of the traffic department. In these two offices Mr. 
Munger has not only had the responsibility of organizing 
and conducting the traffic service of the Pacific Electric 
Railway, which has been brought up to a high point of effi- 
ciency, but he has necessarily had to undertake a great deal 
of work in the transportation department. He has been 
connected with the Pacific Electric Railway for six years. 
His future plans are not yet announced. 


Mr. George C. Wynkoop, Jr., has resigned as superin- 
tendent of Willow Grove Park, Philadelphia, Pa., which is 
owned by the Philadelphia Rapid Transit Company, to en- 
ter' a manufacturing business in Reading, Pa. Mr. Wyn- 
koop, as a youth, was a page in the House of Representa- 
tives. He served later in the office of the chief of engineers 
of the War Department. He entered the employ of the 
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Omnibus General Company, Philadelphia, as a conductor, 
and when the property of that company became part of the 
present Philadelphia street railway system Mr. Wynkoop 
was made assistant storekeeper and in 1902 assistant in the 
purchasing department. He served for two years in the 
purchasing department, and in 1904 was appointed assistant 
superintendent of Willow Grove. A year later he was made 
superintendent of the park, succeeding Mr. F. H. Lincoln 
in that position. 


Mr. Benjamin E. Tilton, engineer of maintenance of way 
has 


ea) 


of the New York State Railways, Rochester Lines, 
been appointed general manager of the Syracuse (N. 
Rapid Transit Railway, 
Utica & Mohawk Valley 
Railway and the Oneida 
Railway to succeed Mr. C. 
Loomis Allen, resigned. 
Mr Tilton was graduated 
from Cornell University tn 


1807. Hor three years he 
was connected with the 
government service, mak- 


ing geodetic and coast sur- 
veys in Porto Rico and in 
Costa Rica. Subsequently 
he became engineer of con- 
struction of the Pennsyl- 
vania Lines West and was 
located at Fort Wayne and 
Cleveland for six years. 
During Mr. Tilton’s con- 
nection with the Pennsyl- 
vania Lines, the track of the company between Broadway 
and the Union Station, Cleveland, a distance of about 3% 
miles, was elevated. He resigned from the Pennsylvania 
Lines West in 1907 to become engineer of maintenance of 
way of the Cleveland Railway, and in the fall of 1908 
he became connected with the Rochester Railway & Light 
Company as engineer of maintenance of way in charge 
of both the suburban and city lines. He is a member of 
the committee on way matters of the American Electric 
Railway Engineering Association and is a member of the 
American Society of Civil Engineers. 


B. E. Tilton 


Mr. John E. Duffy, superintendent of the Syracuse (N. 
Y.) Rapid Transit Railway, has been appointed general 
superintendent of the Syracuse Rapid Transit Railway, 


Utica & Mohawk Valley 
Railway and the Oneida 
Railway. Mr. Duffy was 
born in Lafayette, N. Y. 


His first work was with a 
manufacturing company. In 
1893 he secured a position as 
conductor in Syracuse, so as 
to work inthe open air, and 
in 1896 he was made one 
among fourteen inspectors 
appointed by the Syracuse 
Rapid Transit Railway to su- 
pervise the operation of its 
cars and to increase the effi- 
ciency of its employees. In 
1897 the positions held by 
the inspectors were abol- 
ished and Mr. Duffy was ap- 
pointed night foreman of the 
Tallman Street carhouse of the company. 


After serving in 
this capacity for a year and a half he was reappointed as 
an inspector, but in 1899 he returned to the Tallman Street 


carhouse as day foreman. In June, tooo, Mr. Duffy was 
appointed chief inspector of the company and the following 
October was put in charge of the transportation depart- 
ment. His promotion to the position of superintendent 
of the system, which office he has since held, came in June, 
i901. Ever since the organization of the American Elec- 
tric Railway Transportation & Traffic Association, Mr. 
Duffy has been a member of some prominent committee. 
For two years he served as a member of the executive com- 


mittee of the Street Railway Association of the State of 
New York. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 
ported. 
RECENT INCORPORATIONS 


*San Diego & Southeastern Railway, San Diego, Cal.— 
Incorporated in California to succeed the San Diego South- 
ern Railway and the San Diego & Cuyamaca Railway. The 
purpose of this new company is to extend the lines as far 
as Los Angeles on the north and Ensenada, Lower Cali- 
fornia, on the south. Capital stock, $5,000,000. The com- 
pany is controlled by John D. Spreckels, Adolph Spreckels 
and R. C. Gillis. 


*Columbus, Chattahoochee Valley & Gulf Railway, Co- 
lumbus, Ga.—Application for a charter has been made in 
Georgia by this company to build an electric or steam rail- 
way from Georgetown to Atlanta and Columbus, via Stew- 
art, Chattahoochee, Muscogee, MHarris, Troup, Heard, 
Coweta and Campbell Counties. Headquarters, Columbus. 
Capital stock, $500.000. Incorporators: Josiah Flournoy, J. 
Johnson Williams, L. H. Chappell, Arthur Bussey, P. J. 
Williams, L. F. Humber, Henry R. Geotchius, T. T. Miller 
and E. P. Owsley, Muscogee, and John D. Little, Fulton. 

*Long Fork Railway, Frankfort, Ky.—Application for a 
charter has been made in Kentucky by this company to 
build an interurban railway through Floyd and Pike Coun- 
ties. Capital stock, $10,000. Incorporators: James Salis- 
bury, B. F. Combs, M. Flannigan, W. T. Hite and W. M. 
Brown. 

*Wheat City Electric Railway, Brandon, Man.—Applica- 
tion is being made to the Manitoba Legislature to incor- 
porate this company with power to build an electric rail- 
way in Brandon and vicinity. Hull, Sparling & Sparling, 
of Brandon, Man., are the solicitors for the applicants. 

*Port Huron & Northern Railway, Port Huron, Mich.— 
Application for a charter has been made in Michigan by this 
company to build an interurban railway from Port Huron 
northward along the shore of Lake Huron, through Lake- 
port to Lexington, Crosswell and Sandusky. Capital stock, 
$100,000, to be increased later to $1,000,000. The company 
will operate gasoline motor cars. W. E. Bolles, Detroit, 
is interested. 

*Ottawa & Lake McGregor Railway, Ottawa, Ont.—This 
company has asked the Dominion government for incor- 
poration with power to build a steam or electric railway 
from Ottawa to Hull, Gatineau Point, Perkins Mills and 
Lake McGregor, Que. Power is also asked to lay out 
pleasure parks and to develop summer resorts. J. A. Ritchie, 
Ottawa, Ont., is the solicitor for the applicants. 

*Canby-Molalla Railway, Canby, Ore——Application for a 
charter has been made in Oregon by this company to build 
an electric railway from Canby through the southeastern 
section of Clackmas County into the Tualatin Valley dis- 
trict and thence to Portland. Capital stock, $100,000. 
corporators: M. J. Lee, A. O. Echols and O. M. Lee. 

*Montreal Tunnel Company, Montreal, Que.—Incorpo- 
rated in Quebec. Capital stock, $15,000,000. Incorporators: 
Dunean McDonald, general manager of the Montreal Street 
Railway, L. H. Timmins and Duncan MeMartin. 


FRANCHISES 

Mobile, Ala—The Mobile Light & Railroad Company has 

asked the City Council for a franchise to extend several 
of its lines in Mobile. 
- Van Buren, Ark—The Fort Smith Light & Traction 
Company has received a forty-five-year franchise from the 
City Council in Van Buren. The company plans to build 
a line from Fort Smith to Van Buren. 

Santa Clara, Cal—The Peninsular Railway, San Jose, 
has received a fifty-year franchise from the Board of Trus- 
tees in Santa Clara. 

Daytona, Fla.——The East Florida Traction Company, 
Miami, has asked the City Council for a franchise in Day- 
tona. A similar ordinance has been presented by this 
company to the councils of Seabreeze and Daytona Beach. 
A. A. Boggs is interested. [E. R. J., Mar. 2, "12. ] 


In- 
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*Dublin, Ga.—The City Council will be asked to or 


: 5 ant a 
franchise to build an electric railway through Dublin to 
Property on the western boundary of the city limits at the 


end of Bellevue Avenue. 


: Belleville, Ill—The Belleville & Mascoutah Traction 
Company has received a franchise from the City Council 
in Belleville. This company has obtained the right-of-way 
between Belleville and Mascoutah and part of the g 
has been completed. 


Bradford, Ill.—The Central Illinois Interurban Railroad 
has received a fifty-year franchise from the City Council in 
aa eit This 20-mile railway will connect Bradford and 
ees ee N. Gerard, Bradford, is interested. 

Hillsboro, Il.—The City Commission has granted a fran- 
chise to the Hillsboro Electric Light & Power Company to 
construct an electric railway in Hillsboro, subject to the 
approval of the voters. An election will be held March 26 
The line will extend to Taylor Springs. J. J. Frey Hille: 
boro, president. [E. R.J., March 2,’12.] ne 

*Port Huron, Mich—The Port Huron & Northern Rail- 
way has asked the City Council for a thirty-year franchise 
in Port Huron. The line will connect Port Huron and Lee 
ington, and extend into the Thumb district. 


_ Fergus Falls, Minn—S. O. Bridston, N. A. Huss and 
Nels Haagenson have received a franchise from the City 
Council to build an electric line from the Northern Pacific 
depot to the hospital in Fergus Falls. [E. R. J., Jan. 6, xe a 

Minneapolis, Minn.—The Minneapolis Street Railway has 

received a franchise from the City Council on Minnehaha 
Avenue and on Twenty-fifth Street east, in Minneapolis. 
i, Portsmouth, N. H.—The Atlantic Shore Line Railway, 
Sanford, Maine, has received the right from the Boston & 
Maine Railroad to come into Portsmouth by running its 
cars over the Boston & Maine Railroad bridge across the 
Piscataqua River to Market Square to meet the electric lines 
owned by the Boston & Maine Railroad. 

Long Branch, N. J.—The Jersey Central Traction Com- 
pany, Keyport, has asked the City Council for a franchise in 
Long Branch, along Broadway, from Third Avenue to the 
depot. 

Moorhead, N. D.—The Fargo & Moorhead Street Rail- 
way will ask the City Council for a franchise in Moorhead. 

Gallipolis, Ohio.—The Pittsburgh & Cincinnati Traction 
Company, Cincinnati, has received an extension of time 
of its franchise from the Gallia County Commissioners, 
through Gallia County. A. O. Kirschner, Cincinnati, is 
miterested.. [E. R. J., Feb. 24, *12.] 

Elora, Ont.—The Berlin & Bridgeport Electric Street 
Railway has received a franchise from the Council in Elora. 

Eugene, Ore.—The Portland, Eugene & Eastern Railway, 
Portland, has asked the County Court for a franchise along 
the side of the county road from Eugene to Santa Clara, 
several miles north. 

Salem, Ore.—The Oregon Electric Railway, Portland, has 
received a franchise from the City Council to build spurs, 
side tracks, etc., on Front Street in Salem. 

Mercersburg, Pa——The Hagerstown, Greencastle & Mer- 
cersburg Railway has received a franchise from the Town 
Council in Mercersburg. [E. R. J., Feb. 17, ’12.] 

West Reading, Pa—The United Traction Company has 
asked the Borough Council for a franchise to double-track 
its line through West Reading. 

Greenville, Tex.— All the towns between Dallas and 
Greenville and Greenville and Wolfe City have granted 
fifty-year franchises for the interurban railway line pro- 
posed by Joseph F. Nichols and to be built by the Eastern 
Texas Traction Company, Garland being the last place to 
grant a franchise. [E. R. J., Mar. 9, 712.] 

Rockport, Tex.—The Rockport & Aransas Pass Inter- 
urban Railway has received a franchise fromthe City 
Council in Rockport. Charles F. Hoff, Aransas Pass, pres- 
ident. [E. R. J., Mar. 9,°712.] 

Bellingham, Wash.—The Whatcom County Railway & 
Light Company has asked the Board of County Commis- 
sioners for a franchise over certain public roads in What- 


com County. 


grading 
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TRACK AND ROADWAY 


*International Railway & Development Company, Van- 
couver, B. C.—This company plans to build an electric rail- 
way, 190 miles long, from Ladner, B. C., to Seattle. H. T. 
Thrift, Hazelmere, secretary. 

Norwich & Westerly Railway, Norwich, Conn.—Contracts 
will be awarded at once by this company to build a 9!4-mile 
extension to its Ashaway line; also for a 1-mile extension 
to its Pleasant View line. 

Wilmington Southern Traction Company, New Castle, 
Del.—During the next few weeks this company will award 
contracts to build 2 miles of new track. It has placed con- 
tracts for a bridge and trestle 865 ft. long. 

Tampa (Fla.) Electric Company.—Work will soon be 
begun by this company on the extension in Tampa to the 
new union station, 

Augusta-Aiken Railway & Electric Company, Augusta, 
Ga.—The Augusta-Aiken division of this company is being 
practically rebuilt. New rails are being laid and ties and 
ballast put down. Plans are being considered for extensions 
in the northern and southern sections of Augusta. 

Macon Railway & Light Company, Macon, Ga.—This 
company will soon build 3 miles of new track. It has placed 
contracts during the last two months for 500 tons of rails. 

Northwestern Elevated Railroad, Chicago, Ill.—An exten- 
sion of the lines of this company to Wilmette, which has 
been under contemplation since the merger of the elevated 
railways, will be put in operation early in the spring, and 
express service will be inaugurated to the center of Chicago 
for a 10-cent fare. Work on the construction of a terminal 
at Linden Avenue in Wilmette will be started as soon as the 
weather permits. The track is already built, as the elevated 
will follow the tracks of the Chicago, Milwaukee & St. Paul 
Railroad, as it is now doing on the Evanston line. The ex- 
tension will be about 1 mile long. 

Central Illinois Public Service Company, Mattoon, Ill.— 
This company intends to build 12 miles of new track during 
1912, between Paris and Chrisman, Ill. 

Keokuk, Nauvoo & Fort Madison Electric Railway, Nau- 
voo, Ill.—This company, which proposes to build interurban 
lines in Lee, lowa, and Hancock Counties, Ill., has executed 
to the Commercial Trust Company of New Jersey, as 
trustees, a trust deed securing $450,000 of 5 per cent bonds. 
William H. Fisher is interested. [E. R. J., Jan. 20, ’12.] 

Peoria (Ill.) Railway.—Work will soon be begun by this 
company rebuilding its line from the Peoria city limits 
through to the Galena Road extension with new 73-lb. rails. 
Improvements on its Knoxville line will also be made. 

Kankakee & Urbana Traction Company, Urbana, Ill.— 
The contract for grading between Urbana and Rantoul has 
been awarded by this company to the J. A. Flack Construc- 
tion Company, Deshler, Ohio. G. M. Bennett, Urbana, pres- 
Meksanin lie 1 lee eb, Arey sez 

Evansville, Chrisney & Eastern Railway, Evansville, Ind. 
—This company, which will build an electric railway line 
from Boonevile to Chrisney, Ind., via Evansville, has elected 
officers for the ensuing year. The officers and directors fol- 
low: President, J. P. Chrisney; vice-president, James A. 
Hemenway; secretary, M. A. Abbott; treasurer, Fred Berg- 
man; directors, James A. Hemenway, T. P. Tillman, Fred 
Sergman, E. E. Watts and J. P. Chrisney. [E R. J., Mar. 
2, aor 

Evansville & Southern Indiana Traction Company, Evans- 
ville, Ind.—This company has recently purchased material 
and as soon as the weather permits will build 4500 ft. of 
track on Bell Street in Evansville. The extension will tap 
the Eighth and Washington Street line at Bell Street, and 
will be built of 6-in. T-rail laid on wooden ties with gravel 
ballast. 

Richmond & Eastern Indiana Traction Company, Rich- 
mond, Ind.—The directors of this company have received 
a detailed report of the survey of this line between Rich- 
mond and Portland. Arrangements are being made to 
finance the company and a contract for the construction of 
the line will soon be awarded. A. H. Bartel is interested. 
Ei pekeby 17). °52:) 

Oskaloosa Traction & Light Company, Oskaloosa, Ia.— 
This company will soon build 1 mile of new track in Oska- 


loosa. 
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Sioux City (Ia.) Service Company.—During the next few 
weeks this company will award contracts to relay 6 miles 
of track on paved streets in Sioux City. 


Manhattan City & Interurban Railway, Manhattan, Kan.— 
During the next four weeks this company will award con- 
tracts to build 16 miles of interurban line. About 8 miles 
have been graded. The company will also build three or 
more bridges and expects to purchase a merry-go-round 
for its park. 

Kentucky & Tennessee Traction Company, Hopkinsville, 
Ky.—This company advises that Charles kussell & Com- 
pany, 17 North La Salle Street, Chicago, will do the financ- 
ing, engineering and construction work for this 28-mile 
electric railway between Hopkinsville, Salubria Springs, 
Pembroke, Trenton and Guthrie. Work will be begun within 
the next few weeks. The company’s power station will be 
located at Hopkinsville and it will furnish power for lighting 
purposes. Capital stock authorized, $1,000,000. Officers: N. 
Gaither, Hopkinsville, president; J. W. Cross, Pembroke, 
vice-president; H. A. Keach, Hopkinsville, secretary; A. H. 
Eckles, Hopkinsville, treasurer, and W. O. Myers, 17 North 
iba salle Street, Chicago, chich enoineera) |e ay) (Oleh 
Ash nate] 

*Holbrook, Mass.—Charles E. Brown, Holbrook, and 
associates are considering plans to construct an electric 
railway from the Holbrook railroad station, through Union 
Street to the center of the town and through to South 
Weymouth, 


Michigan-Indiana Traction Company, Lansing, Mich.— 
This company, which plans to build an electric railway from 
Battle Creek to Coldwater, has decided to change the right- 
of-way between Athens and Union City. The line will now 
go 2 miles south of Athens and then straight into Union 
City. Walter Powers, Battle Creek, is interested. [E. R. 
IL, Esa Os | 

Mesaba Electric Railway, Duluth, Minn.—The Cleveland 
Construction Company, Cleveland, Ohio, has been employed 
as contractor and engineer for the Mesaba Railway and will 
construct a 35-mile interurban line to connect Hibbing, Chis- 
holm, Buhl, Mountain Iron, Virginia, Eveleth and Gilbert. 
The line, which is fully financed, will be built for single- 
track operation, and Virginia will be made the headquarters 
for the construction company. The line is being built for 
the operation of both passenger and package freight cars. 
Oscar Mitchell, Duluth, president. [E. R. J., Feb. 24, ’12.] 

Twin City Rapid Transit Company, Minneapolis, Minn.— 
This company plans to build two new extensions in the 
Twelfth Ward in Minneapolis as soon as it has received the 
consent of the City Council. 


Summit & McComb Motor Line, Summit, Miss.—Duringe 
the next few weeks this company will award contracts to 
build an extension from McComb to Magnolia, a distance of 
7 miles. 


St. Louis, Lakewood & Grant Park Railway, St. Louis, 
Mo.—This company will construct 8 miles of single track 
during the year. 

Springfield & Western Railroad, Springfield, Mo.—This 
company has just completed the permanent survey of the 
first section of its line, which takes it to Paris Springs, 28 
miles west of Springfield. M. M. Hollenback, Springfield, 
chiveirengineera| Duets iap) aie. 3.e nt 

Mount Beacon Incline Railway, Matteawan, N. Y.—This 


company has placed contracts for 300 ft. of stone fill for a 
thesiies 


Interborough Rapid Transit Company, New York, N. Y.— 
This company is in the market for about 5000 tons of steel 
rails. 


Tidewater Power Company, Wilmington, N. C.—This 
company advises that it has double-tracked 7000 ft. of exist- 
ing single track on its suburban line and 2500 ft. of its city 
line. The company will build a 60-ft. extension to its 
power house during the summer and also fill a concrete 
trestle 900 ft. long over the Banks Channel. 


Dayton & Troy Electric Railway, Dayton, Ohio.—This 
company plans to make extensive improvements during the 
present year, These will include double-tracking the pres- 
ent lines south from Piqua, Ohio, and straightening out a 
number of sharp curves between Tippecanoe City and Piqua. 
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Application has been made to the Piqua City Council fora 
renewal and extension of the present franchise so as to 
include the right to construct a line on a street parallel with 
the present line in Piqua. This will allow for double-track 
operation in the city limits. 

Dayton, Covington & Piqua Traction Company, West 
Milton, Ohio.—This company will soon build about 1 mile of 
new track north of Fairview Park, Dayton. 

Shawnee (Okla.) Electric Railway.—Financial arrange- 
ments have been completed and work will be begun within 
sixty days by this company on its line between Shawnee 
and Oklahoma City, via McLoud, Harran, Choctaw and 
Dixon. 

St. Thomas (Ont.) Street Railway.—The city engineer 
is preparing estimates for improving this line and for exten- 
sions on Ross and Elgin Streets in St. Thomas. 

Pacific Power & Light Company, Astoria, Ore—About 2 
miles of track will be built by this company during 1912. 

Oregon Electric Railway, Portland, Ore.—This company 
will construct 72 miles of track this year from Salem to 
Albany and Eugene. 

Bloomsburg, Millville & Northern Railway, Bloomsburg, 
Pa.—This company expects to build 9 miles of track with 
considerable bridge work. 

Cumberland Railway, Carlisle, Pa—This company plans 
to build 20 miles of new track between Newville and Cham- 
bersburg. 

Pittsburgh, McKeesport & Westmoreland Railway, Mc- 
Keesport, Pa.—During 1912 this company will construct 6 
miles of track between Irwin and West Newton. 

Chambersburg, Greencastle & Waynesboro Street Rail- 
way, Waynesboro, Pa.—This company has under considera- 
tion the extension of its line from Highfield, Md., to Blue 
Ridge Summit. The company has also under consideration 
the elimination of several sharp curves and construction of 
new track to reduce several dangerous curves. The com- 
pany is also doing considerable bonding of its track, in prep- 
aration for the coming summer business. 

Quebec Railway, Light & Power Company, Quebec, Que. 
—This company plans to extend its lines to the National 
Transcontinental Railway repair shops, near the north ap- 
proach to the Quebec bridge, as soon as the building of the 
repair shops is under way. The line will start from the 
present Sillery branch and will be about 3.5 miles long. 


Adams, Tenn.—Surveys have been begun by T. C. Willett 
for the construction of an electric railway from Allensville, 
Ky., to Ashland City, Tenn., a distance of 35 miles. The 
company backing the enterprise has the following officers: 


J. J. Hendrickson, president; George Reyburn, vice-presi- 
dent; J. B. Sugg, secretary, and S. S. Farmer, treasurer, all 
I 


(ES Ro Je Maram) 

Eastern Texas Traction Company, Greenville, Tex.—This 
company, which expects to, build an interurban railway 
between Dallas, Greenville, Wolfe City, Bonham and Deni- 
son, has increased its capital stock from $12,000 to $2,000,000, 
of which $1,000,000 is certified subscribed, and over $200,000 


of Adams, Tenn. 


paid in. It is divided into 4000 shares of preferred and 16,000 


shares of common, 


par value $100. Joseph F. 
Greenville, director. 


[E.. Ra jg itebe 170 te] 

Greenville (Tex.) Traction Company.—This company will 
begin at once upon the construction of its new belt line 
through the southwestern suburbs of Greenville. 

*Seguin, Tex.—F. C. Weinert, Seguin, and J. M. Abbott, 
Seguin, are interested in a company, to be incorporated in 
the near future with a capitalization of $600,000, to build an 
electric railway to connect Seguin, San Antonio, Lockport, 
New Braunfels and Austin. The line between Seguin and 
New Braunfels will be constructed first. To make this line 
possible water rights on the Guadaloupe River between 
Seguin and New Braunfels have been secured. Five dams 
are to be constructed. Headquarters will be at Seguin. 


Seattle (Wash.) Electric Company.—This company plans 
to build 3 miles of new track in Seattle during 1912. It will 
consist mostly in double-tracking existing lines. 


Grafton (W. Va.) Traction Company.—During the year 
this company plans to build 1 mile of new track to Grafton 
Park and a 1-mile extension to Beaumont addition. 


Nichols, 
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SHOPS AND BUILDING. 


Macon Railway & Light Company, Macon, Ga.—This 
company will soon build a new carhouse in Macon. The 
contract has been let. 

Kokomo, Frankfort & Terre Haute Traction Company, 
Kokomo, Ind.—Work will soon be begun by this company 
on its new carhouse and repair shops in Kokomo. The car- 
house will be one story, 50 ft. x 150 ft. The repair shop will 
be a one-story structure, 50 ft. x roo ft. These buildings will 
be of brick construction. ‘ 


Sioux City (Ia.) Service Company.—During the next ten 
weeks this company plans to award contracts to build a new 
carhouse in Sioux City. 

Manhattan City & Interurban Railway, Manhattan, Kan.— 
This company will place contracts during the next few 
weeks to build a new carhouse. 

Jamestown (N. Y.) Street Railway.—A new carhouse will 
soon be built by this company in Jamestown. 

Ohio Electric Railway, Cincinnati, Ohio—This company 
recently acquired the property and building owned by the 
Pure Milk Company of Springfield, for a freight house. This 
property adjoins the present Springfield passenger terminal 
site and is so located and arranged that very little remodel- 
ing will be necessary to the present two-story brick struc- 
ture to make it over into a freight station. 

Dayton & Troy Electric Railway, Dayton, Ohio.—This 
company has acquired property approximately roo ft. x 190 
ft. immediately in the rear of its present shops. This will 
be used for the construction of a new car-storage house 
which will be built this year. 

Sioux Falls (S. D.) Traction Company.—During the next 
few weeks this company will award contracts to build a 
new carhouse or additions to its present carhouse in Sioux 
Falls. 

Virginia Railway & Power Company, Richmond, Va.— 
Bids are being asked by this company for its new office 
building, to be constructed at Seventh and Franklin Streets, 
Richmond. 

Gray’s Harbor Railway & Light Company, Aberdeen, 
Wash.—This company will build soon a three-story office 
building’ on Broadway and Heron Street in Aberdeen, to 
cost about $100,000. H. B. Zimmerman, general manager. 


POWER HOUSES AND SUBSTATIONS 


Norwich & Westerly Railway, Norwich, Conn.—This com- 
pany will award contracts at once for the construction of a 
new 300-kw substation. 

Macon Railway & Light Company, Macon, Ga.—This 
company has placed contracts to build a new substation 
in Macon. 

Manhattan City & Interurban Railway, Manhattan, Kan.— 
During the next month this company will place contracts to 
build a new power house. The company has purchased 
an oil engine and a General Electric generator. 

Ohio Electric Railway, Cincinnati, Ohio.—This company 
recently placed an order with the Westinghouse Electric & 
Manufacturing Company for a 1250-kva turbo-generator of 
the surface condensing type and a 50-kw turbo-exciter in- 
stallation for its Zanesville (Ohio) power station, which 
now has 2500-kw capacity. 

Dayton & Troy Electric Railway, Dayton, Ohio.—This 
company has recently purchased 17 miles of 500,000-circ. 
mil copper feed wire to be used in increasing the capacity 
of its lines between Tipton and Piqua. This section of 
line is already provided with one 750,000-circ. mil aluminum 
feed lines, but the heavy traffic, which includes an hourly 
local service and two-hour limited service with six ex- 
press and freight trains each way in twenty-four hours, re- 
quired the increased current-carrying capacity. 

Dayton, Covington & Piqua Traction Company, West 
Milton, Ohio.—This company expects to purchase one 
150-kw generator for its West Milton station. The company 
will install two 150-hp boilers in its station at West Milton. 

Laredo Electric & Railway Company, Laredo, Tex.—This 
company has purchased and is now installing a Rathbun- 
Jones 375-hp natural gas engine and a 2300-volt Crocker- 
Wheeler three-phase, 350-kva generator. 
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Manufactures and Supplies 


ROLLING STOCK 
Sioux City (la.) Service Company expects to build six 
cars in its own shops. 
Rockford (Ill.) City Traction Company expects to order 
two double-truck city cars. 
Pacific Coast Railway, San Luis Obispo, Cal., expects to 
purchase a steel interurban car. 


Hattiesburg (Miss.) Traction Company is reported to be 
considering the purchase of three cars. 

Boise & Interurban Railway, Boise, Idaho, has ordered 
three double-truck city cars from the St. Louis Car Com- 
pany. : 

Toledo (Ohio) Railways & Light Company has ordered 
twenty double-truck city cars from the St. Louis Car Com- 
pany. 

Missouri & Kansas Interurban Railway, Overland Park, 
Kan., is considering the purchase of two refrigerator ex- 
press cars. 

Manhattan City Interurban Railway, Manhattan, Kan., 
expects to purchase three three-compartment interurban 
cars and several open bench cars. 

Louisville & Interurban Railway, Louisville, Ky., has 
ordered five interurban motor and five interurban trailer 
cars from the Cincinnati Car Company. 

Austin (Tex.) Street Railway has received six pay-as-you- 
enter cars from the Southern Car Company. They are 36 
ft. over all and are mounted on Baltimore trucks. 

Tri-City Railway, Davenport, Ia., has ordered from the 
St. Louis Car Company twenty double-truck city cars 
which are to be 30 ft. 8 in. long over body corner posts. 

Illinois Traction System, Peoria, Ill., has ordered one 
55-ft. interurban car from the-St. Louis Car Company. In 
general design and finish this car will conform to the type 
of car exhibited at the Atlantic City convention. 

Ohio Electric Railway Company, Cincinnati, Ohio, has 
placed orders for the following cars with the Cincinnati 
Car Company: Six three-compartment 61-ft. 6-in. pas- 
senger cars of this company’s standard type, two utility 
cars for work-train service, ten flat cars of wood and steel 
construction equipped with automatic couplers and air 
brakes, six 60-ft. passenger trail cars, fourteen standard box 
cars, two ten-bench open trail cars and three express 
motors. All the cars conform to the Ohio Electric Rail- 
way’s standards in design and the motor cars are equipped 
with Westinghouse 303 motors with type HL control. 

Reading (Pa.) Transit Company, noted in the Exrcrric 
RAILWAY JOURNAL of Jan. 20, 1912, as having ordered ten 
semi-convertible pay-within cars from The J. G. Brill Com- 
pany, has specified the following details for these cars: 


Seating Capacity .6.-c.0-..42 land  brakesy. rer. Peacock 
Length of body....30ft.8in. Headlights...... 12, toy, Se ie 
Menot over all...43 it. .o i, Jounal bees eer Brill 
PEO Cy eetia ne epee create: WOO ds eV otodwscrmme, «onset West. 305 
[Interior triml..a. <0. «- bronze, Motors) wen sane outside-hung 
TRO Paty Meee: diesels ie Dlaimearched WiNGoTs rerSis aanu-metent Internat. 
Wuderiraime: ottedads 22 steel Sanders: "ree wens ates Dumpit 
AIR rene nen ars seers Brill ‘Sash tetiuresse ye Edward 
Bumpers, Sedtse case area Winner 

Hedley anti-climbers Seating material........ cane 
Cirtain fixtiires..N. lo, WW. Con ODEINGS ot. nos tenes Brill 


Curtain material...pantasote 
CHORE R MAE ais. ts dedenda 


TRADE 


Trucks, type.. Brill No. 30-E 
Wheelotards). one es: arse clas 


NOTES 


Lea Equipment Company, Philadelphia, Pa., has moved 
its general offices from 90 West Street, New York, N. Y., 
to the works in Philadelphia. 

Osborn Engineering Company, Cleveland, Ohio, an- 
nounces that, on and after April 1, its main offices will be 
located at 740 Engineering Building, Cleveland. 

International Automatic Signal Company, Chicago, IIL, 
has been incorporated with a capital stock of $5,000 to 
manufacture railway supplies and appliances. The incor- 
porators are Charles B. Teller, Yorke Burges and Foree 
Bain. é 
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Electric Railway Improvement Company, Cleveland, 
Ohio, has recently shipped a bonding car to the Dayton 
& Troy Electric Railway, Dayton, Ohio, which will begin 
at once to rebond its entire line, using the electric welding 
process. 

Canadian General Electric Company, Montreal, Que., 
has asked for bids for the erection of an office building on 
St. Antoine Street, Montreal. The company has also asked 
for bids for an addition to its factory in Peterboro, Ont, 
The addition is to be a two-story structure, 225 ft. x 80 ft., 
and is estimated to cost $30,000. 


Joseph Dixon Crucible Company, Jersey City, N. J., has 
put on the market a new chain graphite, especially intended 
for lubricating the chains of motor trucks, pleasure cars, 
etc. This preparation is put up in sticks, cylindrical shape, 
2 in. x 8 in., incased in a neat cardboard carton and weigh- 
ing about I lb. each. 


Baldwin Locomotive Works, Philadelphia, Pa., have 
elected John G. Shedd, Chicago, a director of the company, 
increasing the directorate to twelve. Mr. Shedd is a 
director in the Illinois Central Railroad, is president of 
Marshall Field & Company, Chicago, and is a director 
in numerous financial institutions in Chicago. 


Pullman Automatic Ventilator Manufacturing Company, 
York, Pa., is having a large demand for its new type of 
swinging-top chimney cap, made under patent rights 
secured from the inventor, John M. Cromley, the engineer 
of the company. The ventilator is made of galvanized 
iron, and has brass ball bearings which, as they will not 
corrode, insure positive action of the ventilator at all 
times. The company has preserved the open type in the 
new design, the cap closing against the wind. 


Crocker-Wheeler Company, Ampere, N. J., has recently 
equipped a gasoline-electric tool car with a generator to 
operate the electric tools which have to a great extent 
superseded manual labor on the Rock Island Railroad. A 
30-hp gasoline engine is used to drive a 6.5-kw Crocker- 
Wheeler dynamo which generates nearly 9 hp. The electric 
tools which the set is designed to operate are two electric 
spike-screwing machines, six electric drills, an electric saw 
for rails, and portable emery wheels. This equipment is 
carried on each car. 


American Carbon & Battery Company, St. Louis, Mo., is 
rebuilding its plant. Work is now under way on the fol- 
lowing structures: Brick boiler and engine room, steel 
grinding room, mixing room and press room, steel struc- 
ture kiln shed, steel warehouse and brick finishing depart- 
ment. The buildings are single-story and are to be of the 
latest construction. When they are completed the com- 
pany will have more than 60,000 sq. ft. of factory space, 
all of which will be occupied by the carbon and battery 
plants. 


Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has placed C. C. Owens in charge of the Detroit 
district sales office with the title of district manager. Mr. 
Owens was born in 1877 near Annapolis, Md., and was 
graduated from Columbian University with the degree of 
B.S. in electrical engineering. He entered the employ of 
the Westinghouse Electric & Manufacturing Company in 
1896 as an apprentice for three years, and then spent four 
years in the engineering department, specializing on switch- 
boards and controllers. For the last eight years he has 
been connected with the New York sales office, having been 
in charge of the industrial and power division for the last 
two years. 


Johnson Fare Box Company, New York, N. Y., has 
received another order from the Seattle (Wash.) Electric 
Company for thirty Johnson fare boxes, making a total of 
375 ordered by that company. The United Railways & 
Electric Company, Baltimore, Md., has ordered sixty addi- 
tional fare boxes, making a total of ninety ordered by 
that company. The Johnson Fare Box Company has also 
received orders for equipment of all prepayment cars on 
the following systems: Utica & Mohawk Valley Railway, 
Utica, N. Y.; Vincennes (Ind.) Traction Company, Orange 
County Traction Company, Newburgh, N. Y.; Peninsular 
Railway, San José, Cal., and Augusta-Aiken Railway & 
Electric Company, Augusta, Ga. 
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Federal Storage Battery Company, Silver Lake, N. Js 
has shipped the first car of an order from the Washington, 
Spa Springs & Gretta Railroad, which is building a 4-mile 
extension to its present 4-mile line now operated by trolley. 
The railroad plans to substitute Beach cars for the trolley 
on its entire line. The Washington, Spa Springs & Gretta 
Railroad has grades up to 8 per cent, and in the present 4 
miles there is only 800 ft. of level track. The Federal 
Storage Battery Car Company has also shipped a double- 
truck combination car to the Ephrata & Lebanon Street 
Railway, Ephrata, Pa. This is said to be the first combi- 
nation double-truck car ever operated by storage battery in 
this country. It is equipped with 200 cells of A-6 Edison 
batteries and seats thirty-eight passengers in the ladies’ 
and smoking compartments. The car is geared for a maxi- 
mum speed of 35 m.p.h., weighs approximately 15 tons, 
and is equipped with four 12-hp motors. The trucks are 
provided with independently rotating roller-bearing wheels. 


ADVERTISING LITERATURE 


Lea Equipment Company, Philadelphia, Pa., has issued a 
catalog which fully describes and illustrates Lea high-duty 
turbine pumps. 

Walter A. Zelnicker Supply Company, St. Louis, Mo., is 
mailing a circular in which Zelnicker specialties are listed 
and illustrated. 

Automatic Signal & Appliance Company, Cleveland, Ohio, 
has issued a catalog which illustrates and describes its 
various types of signals for high-speed interurban electric 
railways. 

Delta-Star Electric Company, Chicago, Il. is distributing 
its new catalog and price list of inclosed fuses. Particular 
attention is called to the fact that the method of indication 
is guaranteed. 

National Electric Lamp Association, Engineering Depart- 
ment, Cleveland, Ohio, has issued Bulletin 18, entitled 
“Street Railway Lamps,” which gives complete data on gem 
and carbon lamps for street railway use. 


Brown Hoisting Machinery Company, Cleveland, Ohio, 
has issued a catalog which illustrates and briefly describes 
a few of the many types of Brownhoist machinery as ap- 
plied to the rapid handling of package freight. 


Spray Nozzle Company, Boston, Mass., has issued Bulle- 
tin No. 12, which describes and illustrates spray-cooling 
ponds. The spray nozzle, which is manufactured by the 
company and is the most important feature in the cooling 
system, is also described. 

Rudolph S. Blome Company, Chicago, IIll., has issued a 
folder on granitoid pavement. The folder contains illus- 
trations of streets in various cities of the United States 
which are paved with granitoid. Another booklet issued 
by the company discusses the merits of granoconcrete for 
paving. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has issued Booklet No. 57, entitled “Synchron- 
ous Motors for Power Factor Correction.” Besides a dis- 
cussion of power factor and its correction by Nicholas 
Stahl, the publication gives many specific data on syn- 
chronous motor installations made for improving low- 
power factors and illustrates several such installations. 


NEW PUBLICATION 


Steam Power Plants: Their Design and Construction. By 
Henry C. Meyer, Jr.. M.E. McGraw-Hill Book Com- 
pany, New York, 1912. 219 pages. Price, $2. 

This book has been completely rewritten for its third 
edition. It has been made up in a very condensed form, 
for the needs of manufacturing engineers and others who 
might be called upon to plan and purchase a steam power 
plant or parts of one when their familiarity with the re- 
quired machinery is perhaps limited and there is no oppor- 
tunity to obtain the advice of a consulting engineer who 
has specialized in this work. This book is not intended for 
use as a general reference work for power plant engineers. 
Nevertheless, it contains a surprising amount of informa- 
tion notwithstanding its condensed form. Illustrations of 
general arrangements of existing plants are plentiful, and 
the whole work is written in clear and understandable style. 


